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Our Platform 


A revised system of transportation regulation based 
on modern competitive conditions, instead of patchwork 
amendment of the old law to make it apply to new trans- 
port agencies; less, instead of more, government control. 

Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
way transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and unbiased 
investigation as to whether commercial motor vehicles are 
paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Equalization of regulation of the various agencies of 
transport and jurisdiction over all of them by the same 
body or coordinated bodies. 

Realization by railroads that they must do something 
by way of operating economies to help themselves in their 
depressed condition, and cooperation by shippers in such 
economies. 

An Interstate Commerce Commission composed of 
men, not only of good character and general ability, but 
with some special training in and knowledge of the mat- 
ters with which they have to deal. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





EQUALIZATION OF REGULATION 


EVIVAL of interest in the proposal for regulation 

» of water carriers in domestic commerce serves to 
reopen the whole question of equalization of regula- 
tion—that is, irrespective of reasons for regulating 
this, that, or the other kind of transport, in and of 
itself and for reasons connected only with that par- 
ticular kind of transport, the theory that, if one kind of 
transport is regulated another competing kind ought 
also, in all fairness, to be regulated in the same way 
and to the same degree. This theory is responsible, in 
great degree, for the adoption of motor vehicle regula- 
tion and will, doubtless, be equally responsible for the 
adoption of a policy of water regulation, if it is adopted. 
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But the theory, which we hold to be sound and 
fair, has never, apparently, been fully understood or 
applied by those responsible for regulatory measures. 
It may be well to regulate the railroads, or the motor 
trucks, or water transport, as is being done or pro- 
posed, even all by the same body, as is also being done 
and proposed, and yet the full purpose and value of 
equalization is not fulfilled unless they are all regulated 
not only within themselves but with relation to each 
other. 

To illustrate: Suppose, because of enactment of 
the “make work” bills by Congress, the operating ex- 
penses of the railroads are increased to such a degree 
that, if private ownership is to be preserved, their rates 
must be greatly increased; suppose everybody admits 
this and the rates are thus increased; suppose, then, 
—and it would be the fact—tthat, as a result of those 
increases, a large part of the traffic involved was driven 
to trucks or the water so that the railroads profited 
nothing by the advances. 

Under existing law the motor truck rates or the 
water rates could not be ordered increased so as to re- 
move this competition, ruinous to the railroads but 
which they were powerless to meet. Would not any 
intelligent scheme of regulation of all transport con- 
template not only regulation within each particular 
kind of transport, but regulation of all kinds with rela- 
tion to each other? We think so. 

We think farther not only that regulation of rates 
should be administered with the entire transportation 
situation in mind, but that labor and all other condi- 
tions, such as free facilities or other forms of subsidies, 
ought to be dealt with from the point of view of treat- 
ing fairly all forms of transport with relation to each 
other. 

Ever since there was competition in transportation 
we have had a patchwork system of regulation; efforts 
to improve the system may have been successful in 
some respects, but it is still a patchwork. 


GOVERNMENT REORGANIZATION 


ITH the present efforts to make the executive 
branch of the federal government supreme, it 
would seem that those who, without question, should 
be supporting the President would not be guilty of 
doing anything that would cause doubt to arise as to 
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the wisdom of his program. It would seem to be the 
natural thing that, in urging, for instance, adoption of 
his government reorganization plan under which the 
Commission and other independent agencies of Con- 
gress would be placed in cabinet departments, the 
President should be able to point to agencies and activi- 
ties thereof already completely under his control as 
examples of what he hoped to bring about with respect 
to all governmental activities. Unity of purpose and 
harmony of action, it would seem, should be found in 
those agencies and activities. They should have a single 
thought—to put into effect the President’s expressed 
wishes. If those whom he completely controls now do 
not see eye to eye with him, is not the case for com- 
plete control of everything weakened? 


In his message to Congress urging adoption of his 
government reorganization plan, the President said 
that if the program recommended were put into effect, 
“we reduce from over 100 down to a dozen the operat- 
ing executive agencies of the government, and we bring 
many little bureaucracies under broad coordinated 
democratic authority.” Again, in view of this utter- 
ance, it would seem that the President should be able 
to point to the results of control now in his hands. 


Unfortunately, there is conflict between the Presi- 
dent and members of his official household over an issue 
of importance in the field of transportation. The unity 
of purpose that should obtain under “broad coordinated 
democratic authority” is missing. Instead the Presi- 
dent finds support for his recommendations in a body 
that he does not now control but that he wishes placed 
under the mothering hand of one of his cabinet mem- 
bers. We have reference to proposed legislation pro- 
viding for regulation of air carriers, which is supported 
by the Commission and opposed by the Post Office De- 
partment and the Department of Commerce, the latter 
two agencies being arms of the executive office. 


It cannot be said by Postmaster General Farley or 
Secretary of Commerce Roper that they do not know 
what the President’s wishes are in this matter. He 
has made them known in messages to Congress. In 
transmitting to Congress, January 31, 1935, the report 
of the special Federal Aviation Commission, the Presi- 
dent disagreed with its recommendation that there 
be created a temporary air commerce commission. 

“T believe that we should avoid the multiplication 
of separate regulatory agencies in the field of trans- 
portation,” said he. “Therefore, in the interim before a 
permanent consolidated agency is created or designated 
over transportation as a whole, a division of the Inter- 
state Commerce Commission can well serve the needs 
of air transportation.” 

Again, June 7, 1935, the President, asserting that 
it was high time to deal with the nation’s transporta- 
tion as a single, unified problem, informed Congress 
that air transportation “should be brought into a proper 
relation to other forms of transportation by subjecting 
it to regulation by the same agency.” 
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Many months have passed since these views were 
expressed by the President. There is now pending 
before the Senate interstate commerce committee pro. 
posed legislation regulating air carriers, offered by 
Senator McCarran, of Nevada, which has the support, 
in general, of the Interstate Commerce Commission, 

The Post Office Department informs the Senate 
committee that, in its opinion, it is not wise or neces. 
sary to enact such legislation at this time. The Depart- 
ment of Commerce says it is ‘presently unable’”’ to give 
its approval. These two agencies of the President thus 
are headed in a direction opposite to that taken by the 
President in his messages to Congress. He finds sup. 
port only in the Interstate Commerce Commission as 
to which he has told Congress, in effect, that he needs 
authority. With the bureaucrats in his two depart- 
ments opposed to the McCarran bill, the chances for its 
enactment at this session of Congress are not favorable, 

All of which, it appears, would seem to point to 
the futility of granting the authority sought by the 
President. If he cannot now have his recommendatioas 
supported by the members of his cabinet, what may be 
expected under the plan he has proposed? 

Of course, as a practical matter, if the President 
passed word to that effect to Mr. Farley, Mr. Roper, 
and the leaders in Congress, an air commerce regula- 
tion bill could be made law in thirty days. If no air 
law is passed at this session it will be because the Presi- 
dent is not concerned enough to do the things neces- 
sary to have it passed. The point that is emphasized 
by this situation, it seems to us, is‘that, if the Presi- 
dent is permitted by Congress to make his reorganiza- 
tion plan effective, he will be placed in position to take 
action here and there as to matters in which, for the 
moment, he may, for one reason or another, have a 
particular interest, but, as a general proposition, his 
cabinet officers and other officers, in all probability, will 
not agree in the future any more than they have agreed 
in the past. 


THE RAIL PENSION AGREEMENT 


T would be interesting, not to say illuminating, if 
some one speaking for railroad management would 
point out the benefit to the railroads of the new pension 
agreement that has been negotiated with labor and the 
reasons for that agreement. As we see it, the principal 
reason is that President Roosevelt wanted an agree- 
ment and, of course, it would not do to thwart his 
desires! The agreement is better for the railroads, to 
be sure, than the law they were fighting, but it is to be 
observed that they were fighting it with every chance 
of success. It is to be observed also that, in making the 
agreement referred to, they stultify themselves and 
swallow a lot of their own language. They have, s0 
far as the record shows, no concessions from labor in 
its attitude toward the “make work’”’ bills. There may, 
of course, be some private understanding. That is why 
an explanation would be interesting. 
(Continued on page 588) 
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Current Topics in 
Washington 





This week the payers of the fed- 
income Tax Payers eral income tax should have done 
handstands, flipflops, cartwheels, and 
ordinary somersaults as expressions of 
satisfaction over the completion of 
twenty-four years of that imposition. 
Just twenty-five or twenty-six years ago public men of light 
and leading were advocating the creation of such a tax under 
an amendment to the Constitution authorizing Congress to lay 
a levy of that sort. 

And what were they telling the folks who have been pay- 
ing ever since? Why, they were asserting, among other things, 
that taxing incomes would result in the lessing of other sorts 
of taxes. Those who favored lower import taxes intimated 
that the income tax might bring into view their ideal of all 
things—a world without an import tax for other than purely 
revenue purposes! He who sneered to the effect that taxes 
were never reduced was called the then equivalent of an 
“economic royalist,” a double first cousin of Ananias, or, if he 
had as much as eight dollars, a “malefactor of great wealth,” 
that being still in the days of the first Roosevelt as a factor 
in politics, not to mention the amiable Taft, first in friendliness 
and last in political acumen. 

And every year or two the inquisition blank sent to the 
man who has to come across to the Commissioner of “Infernal” 
Revenue becomes more mean. That supposed servant of the 
people treats all his masters as if they were thieves—a method 
that puts no restraint on the real thief, but brings anguish of 
soul to the man who finds that he has a tax of twenty-five or 
thirty dollars to pay. He who has to pay hundreds and thou- 
sands can do all the weeping necessary without help from 
the little fellow who is impaled by the thing of schedules, minus 
B and plus F and so forth. 

Anyone who is able to recall the beginnings of the present 
income tax should remember what was poured into his ears 
then when a politician unloads rhetoric in his front yard, about 
the good time coming. 


Rejoice and Be 
Exceedingly Glad 





In the four years that have passed 
since the enactment of the amendment to 
the national bankruptcy act that em- 
powers the Commission to help the courts 
and railroads with reorganizations in lieu 
of the ordinary receivership proceeding, 
not one class I railroad proceeding has completed that journey. 
The amendment was adopted with a view, among others, to 
accelerating rearrangement of the affairs of railroad corpora- 
tions in need of it. Another was to reduce the fixed charges 
of successor corporations to the lowered level of earnings of 
the 1930-35 period. Another was to prevent the payment to 
protective committees and their attorneys of what many be- 
lieved to be exorbitant fees and, generally, to temper the wind 
to shirtless stockholders by giving them something for their 
equities. 

Twenty-eight section 77 proceedings have been started. 
Seventeen railroads have filed plans for reorganization. Four 
proposed reports have been issued on those plans. Three final 
reports have been made and one of them has been submitted 
by the federal court—that of the Copper Range railroad—for 
consideration of the parties in interest. 


F. J. Lisman, who has taken great interest in section 77 
proceedings, estimates that, with the utmost expedition, it takes 
‘40 days to get a plan through the routine prescribed by the 
act. That means practically without objection at any point 
along the way. For a plan of any importance to be put into 
effect he has figured on a three-year basis. 

“Due process of law” is regarded by informed men as the 
cause for the snail’s pace. At each of ten steps, set forth in 
the law, a major offensive can be conducted by any man or 
group of men inclined to the thought that he or they are not 
being given the benefit of steps so provided. All such offensives 
can be grouped under the heading of “due process of law,” 
erm a full hearing and all the things that go with a full 
earing. 

Recently the Commission began treating reorganization of 


Due Process of 
Law Is Long and 
Time Is Fleeting 
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railroad cases in the manner it had treated big rate and valua- 
tion cases—by assigning important ones to the docket of a 
commissioner. It was thought that that was intended to put 
speed into such matters, if possible. Inquiry, however, showed 
that the idea was merely the one on which the Commission 
has acted in rate and valuation cases—namely, that some com- 
missioner should have direct responsibility for one or more 
important matters and be prepared to answer questions about 
such things on his docket. For that reason and that one only, 
it is asserted, the reorganizations of the Missouri Pacific and 
the Chicago and North Western were assigned to Commissioner 
Meyer; the Chicago Great Western, Denver and Rio Grande 
Western, Cotton Belt, and New Haven to Commissioner Ma- 
haffie, and the Rock Island and Milwaukee to Commissioner 
Porter. 

Acceptance, open-mouthed, 
of quotations made by Presi- 
dent Roosevelt, in speeches 
and “fireside chats,’’ has come 
to an end among newspaper 
writers. They have begun 

checking on his quotations for appositiveness. ‘Tully Nettleton, 
of the editorial staff of the Christian Science Monitor, seem- 
ingly, has convicted the President of unconsciously misrepre- 
senting Chief Justice Hughes in much the same way as the 
rabid abolitionists misrepresented Chief Justice Taney. The 
latter was represented as saying, in substance, if not textually, 
that a negro had no rights a white man was bound to respect 
or observe. What Taney said, in substance, was that he was 
not one of those who believed that a negro had no rights a 
white man was bound to respect—quite a different thing. 


“We are under a Constitution but the Constitution is what 
the judges say it is,” the President, in his “fireside chat’’ quoted 
the Chief Justice as having said. 


The Chief Justice said that, even as Chief Justice Taney 
said what was credited to him by the abolitionists. But Taney 
said more, the omitted part being the important one. Hughes 
also said more. Hughes said it in 1907 while he was governor 
of New York, according to the Nettleton report. Commenting 
on President Roosevelt’s use, in part, of what Governor Hughes 
had said, Franklyn Waltman, in The Washington Post, said: 


News and Comment Writers 
Checking Roosevelt 
Quotations Now 


The President’s use of this phrase was unfair because if Mr. Roose- 
velt had quoted the complete sentence in which it appears he would 
have been denouncing the very thing which he was doing. But there 
is no reason to believe that Mr. Roosevelt deliberately misrepresented 
the Chief Justice because that quotation has been current now for sev- 
eral years. The President, when asked at his press conference last 
Wednesday, the occasion on which Mr. Hughes made that statement, 
did not know, but said he would have the matter looked up. 


According to Nettleton, the phrase used by the President 
gained currency two years ago when Prof. Edward S. Corwin, 
of Princeton, used it on the flyleaf of his book, “The Twilight 
of the Supreme Court.” 


The Boston man found that Governor Hughes used the 
phrase in an address, May 7, 1907, at a meeting at Elmira, 
N. Y., under the auspices of the Chamber of Commerce of that 
city, in defense of the public utilities legislation passed on his 
advocacy. John B. Stanchfield had attacked it because, for one 
thing, he contended that it prevented appeals to the courts from 
the utilities commission’s rulings. Governor Hughes, instead 
of disparaging the Supreme Court, as has been inferred from 
the use made of his language by President Roosevelt, was de- 
fending courts. Addressing himself to the point about appeals 
to the courts, Governor Hughes, according to the Nettleton 
research, said: 


I have the highest regard for the courts. My whole life has been 
spent in work conditioned upon respect for the courts. I reckon him 
one of the worst enemies of the community who will talk lightly of 
the dignity of the bench. We are under a constitution, but the consti- 
tution is what the judges say it is, and the judiciary is the safeguard 
of our liberty and of our property under the constitution. I do not 
want to see any direct assault upon the courts, nor do I want to see 
any indirect assault upon the courts. 


And I tell you, ladies and gentlemen, no more insidious assault 
could be made upon the independence and esteem of the judiciary than 
to burden it with these questions of administration—questions which 
lie close to the public impatience, and in regard to which the people 
are going to insist on having administration by officers directly ac- 
countable to them. 


Let us keep the courts for questions they were intended to con- 
sider. When questions of property rights are involved—the constitu- 
tional right to hold property and not be deprived of it without due 
process of law is involved; when under the guise of regulation or 
authority to supervise railroad management, there is an assumption of 
arbitrary power not related to the public convenience; when there is 
a real judicial question—let the courts have it and every good citizen 
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will stand aside and hope to see it decided fairly and with even-handed 
justice. 


Out in Missouri a gasoline 
tax of two cents a gallon, fixed 
in the constitution of that state 
until 1938, has revived an old 
dispute, in part, about the way 
to interpret constitutions, espe- 
cially that of the United States. 

In the early days of the republic the fight was between 
the road and the strict constructionists or interpreters. Chief 
Justice John Marshall was denounced for what were called his 
“broad” interpretations of the Constitution. Those who de- 
nounced him, chiefly followers of Thomas Jefferson, professed 
to believe in strict construction. In these days the terms would 
be “liberal” and “strict” or reactionary. 

The American Petroleum Industries Committee told about 
what is going on in Missouri. In a recent bulletin it said: 


Reminder of Other Days’ 
Debates About Consti- 
tutional Interpretation 


A novel constitutional question involving the right of a legislature 
to increase a tax rate fixed by constitutional amendment until a future 
date has arisen in Missouri through efforts to raise the state’s 2 cent 
gasoline tax to a higher rate. 

The 2 cent rate is fixed by constitutional amendment until Decem- 
ber 7, 1938, but the legislature has been asked to enact a measure in- 
creasing the tax rate to 3 cents a gallon, effective when the constitu- 
tional limitation expires. However, the constitutional amendment, 
adopted in 1927, provides that the legislature shall have no power to 
levy and to collect such a tax “‘in excess of the rates fixed by law at 
the time this amendment is adopted.’’ 

The constitutional question was raised when the bill for increasing 
the tax rate came before the (Missouri) House ways and means com- 
mittee. An opinion was asked from Lue Lozier, attorney for the state 
highway department, who said that ‘‘under a strict interpretation of 
the amendment, the courts would rule that this legislature could not 
raise the tax, but under a liberal interpretation they would sustain 
the law.”’ 

Constitutional lawyers have agreed with Lozier that under a strict 
interpretation of the amendment the present legislature lacks the 
power to increase the tax rate.—A. E. H. 


RAIL PENSION AGREEMENT 
(Continued from page 586) 

We observed when these negotiations were first 
undertaken that we knew who would have the chips 
when the poker game was over; we thought it would be 
labor—and it is labor. Labor gets a pension arrange- 
ment satisfactory to itself and gives nothing in return. 
Railroad management retires from a fight it was win- 
ning, but probably thinks it has gained favor with 
President Roosevelt—whatever that amounts to. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended March 13 totaled 
748,993 cars—an increase of 14,866, or 2 per cent above the 
preceding week; 132,056, or 21.4 per cent over the correspond- 
ing week in 1936, and an increase of 151,562, or 25.4 per cent, 
above the corresponding week in 1935. Miscellaneous loading 
totaled 311,840; merchandise, less than carload, 169,648; coal, 
166,394; grain and products, 28,781; live stock, 11,509; forest 
products, 38,821; ore, 10,115; coke, 11,885. 

Railroads the week ended March 6 loaded 734,127 cars of 
revenue freight (see Traffic World, March 13), according to 
the Association of American Railroads. All districts reported 
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increases, compared with the corresponding weeks in 1936 ang 
1935. 

Loading of revenue freight in 1937 compared with the two 
previous years follows: 


1937 1936 1935 
5 weeks in January ................ 3,316,886 2,974,553 2,766,107 
4 weeks in February ............... 2,778,255 2,512,137 2,330,492 
ee i END orice cin ceawasiwians 734,127 634,570 587,199 
eS ee —— 
EE? cl GaWn cocicnd atu amamaes 6,829,268 6,121,260 5,683,789 


Revenue freight loading the week ended March 6 and for 
the corresponding period last year, by districts, was reported 
as follows: 


Eastern district: Grain and grain products, 5,686 and 7,173; live 
stock, 1,289 and 1,100; coal, 30,130 and 24,518; coke, 3,071 and 2,571. 
forest products, 2,490 and 2,033; ore, 1,341 and 895; merchandise, 1, 
C. L., 44,173 and 41,003; miscellaneous, 79,879 and 59,290; total, 1937, 
168,059; 1936, 138,583; 1935, 134,761. 


Allegheny district: Grain and grain products, 3,179 and 3,858; live 
stock, 881 and 721; coal, 39,756 and 33,249; coke, 5,427 and 3,195; forest 
products, 1,235 and 1,059; ore, 2,648 and 1,043; merchandise, L. C. L, 
30,826 and 28,053; miscellaneous, 70,588 and 50,621; total, 1937, 154,549. 
1936, 121,799; 1935, 118,090. 

Pocahontas district: Grain and grain products, 261 and 353; live 
stock, 68 and 47; coal, 41,793 and 35,660; coke, 553 and 487; forest 
products, 803 and 676; ore, 96 and 83; merchandise, L. C. L., 6,126 and 
5,538; miscellaneous, 7,218 and 6,875; total, 1937, 56,918; 1936, 49,719. 
1935, 46,884. 

Southern district: Grain and grain products, 2,278 and 3,276; live 
stock, 868 and 957; coal, 23,064 and 17,119; coke, 806 and 343; forest 
products, 11,416 and 9,262; ore, 933 and 740; merchandise, L. C, L,, 
30,172 and 28,795; miscellaneous, 44,141 and 41,329; total, 1937, 113,678: 
1936, 101,821; 1935, 91,591. 

Northwestern district: Grain and grain products, 6,112 and 9,547; 
live stock, 2,410 and 2,613; coal, 6,595 and 7,592; coke, 1,909 and 1,343: 
forest products, 10,642 and 8,660; ore, 364 and 161; merchandise, L. C, 


L., 20,283 and 18,938; miscellaneous, 31,787 and 26,326; total, 1937, 
80,102; 1936, 75,180; 1935, 66,563. 
Centrat Western district: Grain and grain products, 7,511 and 


8,954; live stock, 4,792 and 4,537; coal, 13,574 and 10,259; coke, 147 and 
151; forest products, 5,509 and 5,082; ore, 4,819 and 3,272; merchandise, 
L. C. L., 26,218 and 24,134; miscellaneous, 42,285 and 38,140; total, 1937, 
104,855; 1936, 94,529; 1935, 82,729. 

Southwestern district: Grain and grain products, 3,644 and 3,799; 
live stock, 1,140 and 1,191; coal, 4,284 and 4,798; coke, 106 and 116; for- 
est products, 4,325 and 3,993; ore, 463 and 259; merchandise, L. C. L., 
13,074 and 12,652; miscellaneous, 28,939 and 26,131; total, 1937, 55,975: 
1936, 52,939; 1935, 46,572. 


NEW HAVEN REORGANIZATION 


H. S. Palmer, in Finance No. 10992, New York, New Haven 
& Hartford Railroad Co. reorganization, has asked the Com- 
mission to ratify his court appointment to be trustee of the 
Providence, Warren & Bristol Railroad Co., a part of the 
New Haven system. 


Henry B. Sawyer has asked the Commission to ratify his 
appointment to be a trustee as the successor to Winthrop M. 
Daniels who has been relieved by the court from duty as trustee 
on account of illness. 


The Commission has directed its Bureau of Accounts, in 
Finance No. 10992, New York, New Haven & Hartford Rail- 
road Co. reorganization, to file the report of its investigation 
of the income accounts of the New Haven for the calendar 
years 1930 to 1934 in the record of this proceeding. 

James Lee Loomis has asked the Commission to ratify his 


court appointment to be a trustee of the Providence, Warren 
& Bristol. 





Revenue Freight Car Loading—Week Ended Saturday, March 6 


Grain and Live 
grain prod. stock Coal 
{ 1937 28,671 11,448 159,196 
a ee NE swe ss yexan een { 1936 36,960 11,166 133,195 
| 1935 26,975 11,684 129,938 
Preceding week February 27 ...1937 27, 77% 11,003 159,144 
Per cent increase over .......... 1936 2.5 19.5 
Per cent decrease under .........1936 22.4 
Per cent increase over .......... 1935 6.3 22.5 
Per cent decrease under ......... 1935 2.0 
1937 293,737 124,533 1,546,748 
Cumulative 10 weeks to March 6 J 1936 308,555 116,422 1,626,671 
| 1935 255,641 131,883 1,392,393 
Per cent increase over ...... ...1936 7.0 
Per cent decrease under ......... 1936 4.8 4.9 
Per cent increase over .......... 1935 14.9 11,1 
5 ios 5.6 


Per cent decrease under .... 


Per cent to 15 year average 91.9. 


Forest Mdse. 

Coke products Ore L.C. L. Miscellaneous Total 
12,019 36,420 10,664 170,872 304,837 734,127 
8,206 30,765 6,453 159,113 248,71 634,570 
6,750 24,435 4,431 159,906 223,071 587,190 
11,989 34,679 10,683 153,131 288,326 696,727 
46.5 18.4 65.3 7.4 22.6 15.7 
78.1 49.1 140.7 6.9 36.7 25.0 
118,512 324,562 101,966 1,574,710 2,744,500 6,829,268 
99,205 269,145 57,250 1,453,731 2,190,281 6,121,260 
78,485 225,604 36,483 1,500,739 2,062,561 5,683,789 
19.5 20.6 78.1 8.3 25.3 11.6 
51.0 43.9 179.5 4.9 33.1 20.2 
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COMMISSION REPORTS 


Virginia Anthracite 


No. 27175, L. D. Hood, trading as Blue Ridge Coal Co. et 
al. vs. Norfolk & Western et al. By division 3. Dismissed. 
Rates, on so-called Virginia anthracite coal, from mines in 
southwest Virginia to Baltimore, Md., found not unreasonable. 
Complainant alleged that the rate of $3.60 a ton for general 
application from the mines to Baltimore was unreasonable. 
The Commission found that this rate for deliveries in Balti- 
more generally and the rate of $3.85 for delivery to points on 
the Maryland & Pennsylvania in that city, were not unreason- 
able. Commissioner Porter dissented. 


Coke 


Fourth section application No. 15676, coke and coke prod- 
ycts. By division 2. Supplemental report. _ Relief from the 
jong-and-short-haul part of section 4 authorized in the prior 
report, 215 I. C. C. 665, as to coke and products between points 
in central and Illinois territories, from the Connellsville and 
Gallitzin districts of Pennsylvania to central and Illinois terri- 
tories, and from points in the southern Ohio group to points in 
western trunk line territory, modified by second supplemental 
fourth section order No. 12352 by the elimination of the re- 
quirement that rates from and to higher-rated intermediate 
points shall not exceed rates based on actual distances. 


Paper and Boards 


Fourth section application No. 15203, newsprint paper, 
paper articles, and paperboards, embracing also fourth section 
application Nos. 15330, 15718, 15722, 15723, and 16183. By di- 
vision 2. Findings and order in prior report, 219 I. C. C. 513, 
with respect to rates on paper and boards, in straight or mixed 
carloads, from points in Maine to destinations in central, Illinois, 
and western trunk line territories, modified in supplemental 
fourth section order No. 12627, so as to include destinations in 
trunk line territory. 

Cast Iron Pipe 


I. and S. No. 4256, cast iron pipe from New Jersey points 
to New England. By division 3. Proposed increased rates, 
cast iron pipe and fittings, Florence and Burlington, N. J., to 
destinations in New York and New England found not justified. 
Suspended schedules ordered canceled and proceeding discon- 
tinued. Commissioner McManamy dissented, expressing the 
view that the schedules should have been found justified. 


Leather 

Fourth section application No. 16244, leather from Ken- 
tucky and Tennessee. By division 2. Parties to Pope’s I. C. C. 
No. 1845 authorized in fourth section order No. 12708, to estab- 
lish and maintain rates, leather, carloads, Middlesborough, Ky., 
and Chattanooga, Tenn., to Elizabeth, N. J., Boston, Brockton, 
and Campello, Mass., without regard to the long-and-short-haul 
part of section 4. 

Green Coffee 


Fourth section application No. 16298, green coffee from 
Texas ports. By division 2. Parties to Peel’s I. C. C. No. 2687 
authorized in fourth section order No. 12709 to establish and 
maintain a rate of 32 cents, minimum 36,000 pounds, import 
green coffee, carloads, Houston, Galveston, Texas City, Port 
Arthur, and Beaumont, Tex., to St. Louis, Mo., and East St. 
Louis, Ill., without regard to the long-and-short-haul part of 
section 4. The authority is to establish rates the same as from 
New Orleans, La., not lower, however, than 32 cents a 100 
pounds on a minimum of 36,000 pounds. The present rates 
from the Texas points is 45.5 cents. 


PROPOSED REPORTS 


Sugar 


_ No. 27285, Ely Distributing Co. et al. vs. Bamberger Elec- 
tric et al. By Examiner Horace W. Johnson. Dismissal pro- 
posed. Rates, sugar, from San Francisco and Crockett, Calif., 
to various points in Nevada and Utah, not unreasonable or 
otherwise unlawful. 


Paper Bags 


No. 27429, S. George Co. vs. Pennsylvania et al. By 
Examiner Harold M. Brown. Dismissal proposed. Carload rate, 
paper bags, Wellsburg, W. Va., to Richmond, Va., applicable. 


Canned Mackerel 


No. 27530, Coast Fishing Co., Inc., vs. Southern Pacific 
et al. By Examiner Harold M. Brown. Applicable. carload 
rate, canned mackerel, Wilmington, Calif., to Chattanooga, 
Tenn., unreasonable to extent it exceeded 80 cents. Examiner 
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said undercharges of $77.50 should be waived. A rate of 80 
cents was paid but applicable rate was 90 cents. 


Pickles 


No. 27459, Bloch & Guggenheimer, Inc., vs. Long Island 
et al. By Examiner John J. Crowley. Dismissal proposed. 
Rates, pickles and cucumbers, in brine, in tank cars, Hartford 
and East Hartford, Conn., Houston, Del., Seneca Castle and 
South Bay, N. Y., Pittsburgh and Allegheny, Pa., Allegan and 
Bad Axe, Mich., Chicago, Ill., and Keokuk, Ia., to Long Island 
City, N. Y., not unreasonable. Rates for the future and repara- 
tion on shipments moving after February, 1935, were sought. 


Watermelons 


No. 27431, Tolerton & Warfield Co. vs. C. B. & Q. et al. 
By Examiner Morris H. Konigsberg. Dismissal proposed. Class 
rates charged, watermelons, carloads, points in southeastern 
Missouri to Sioux City, Ia., routed via Des Moines, Ia., not 
unreasonable. Shipments were made in August, 1934. 


Steel Bottle Carriers 


No. 27468, Jacob Ruppert vs. Central of New Jersey et al. 
By Examiner C. W. Griffin. Dismissal proposed. Rates 
charged, steel bottle carriers, other than wire, with fixed par- 
titions, shipped after July, 1935, from Defiance, O., to New 
York, N. Y., proposed to be found not unreasonable. 


Sphagnum Moss 


No. 27534, A. J. Amundson, doing business as Wisconsin 
Moss Co. vs. A. & W. et al. By Examiner Henry B. Armes. 
Carload charges, sphagnum moss, points in Wisconsin to des- 
tinations in the United States east of Pacific Coast territory, 
except Chicago, Ill., and St. Louis, Mo., proposed to be found 
unreasonable because applicable minimum weights were ex- 
cessive. The examiner said the Commission should find that 
the charges were and for the future would be unreasonable to 
the extent that they exceeded those which would accrue from 
the application of third class rates, which were 70 per cent of 
first class, with minimum of 10,000 pounds, subject to Rule 34. 


MOTOR PROPOSED REPORTS 


(Recommended orders in proposed motor reports, at expiration of 
20 days from date of service of reports, become effective unless excep- 
tions have been filed within the 20-day period or exceptions have been 
seasonably filed by other parties, or the order has been stayed or 
postponed by the Commission.) 





MC 50727, Frank Patrick Smith, common carrier applica- 
tion. By joint board No. 135, composed of Andrew Olson of 
Illinois and John C. Highberger of Missouri. Served March 12. 
Application for a certificate as a common carrier of commodities 
generally, with certain exceptions, between Lovington, IIl., and 
St. Louis, Mo., over specified route, denied for want of prose- 
cution. 

MC 50622, Robert Gerald Reeder, contract carrier applica- 
tion. By joint board No. 54, composed of Andrew Olson of 
Illinois and Mike P. Conway of Iowa. Served March 12. Ap- 
plication for a permit authorizing continuance of operation as 
a contract carrier of petroleum and antifreeze products be- 
tween Burlington, Ia., and Damsite, IIl., denied for want of 
prosecution, and operations ordered discontinued. 

MC 50431, Fred Castle, Jr., contract carrier application. By 
joint board No. 194, composed of Andrew Olson of Illinois, 
John C. Highberger of Missouri, and Samuel Bryan of Wiscon- 
sin. Served March 12. Application for a permit as a contract 
carrier of specified commodities between points in Illinois, 
Wisconsin, and Missouri over specified routes, dismissed upon 
applicant’s request to withdraw. 

MC 50265, G. B. Gardner, contract carrier application. By 
joint board No. 36, composed of Ernest E. Blincoe of Kansas, 
and John C. Highberger of Missouri. Served March 12. Con- 
tinuance of operation by applicant as a contract carrier of 
petroleum products in bulk, over irregular routes, between 
points in Kansas and points in Missouri, found not consistent 
with the public interest and with the policy declared in section 
202 (a) of the motor carrier act, 1935. Permit denied, and 
operations ordered discontinued. 

MC 50104, Earnest Bozzy, contract carrier application. 
By joint board No. 58, composed of Andrew Olson of Illinois, 
Samuel L. Trabue of Indiana, and E. J. Hopple of Ohio. Served 
March 12. Operation by applicant as a contract carrier of 
printing paper, wrapping paper, pulp board, other paper prod- 
ucts and paper mill supplies between Hamilton, Ohio, and Ham- 
mond, Ind., and Chicago, Ill., found consistent with the public 
interest and the policy declared in Section 202 (a) of the motor 
carrier act, 1935. Permit granted. ; 

MC 52025, Martin Transfer Co., brokerage license. By joint 
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board No. 45, composed of Alvin A. Kurtz of Oregon and W. D. 
Lane of Washington. Served March 12. Applicant found duly 
qualified to operate as a broker in arranging for transportation 
of household goods between Kelso and Longview, Wash., and 
points in Oregon, and such operation found consistent with the 
public interest and the policy declared in section 202 (a) of the 
motor carrier act, 1935. License granted. 

MC 65897, Reliance Trucking Co., Inc., contract carrier 
application. By joint board No. 105, composed of D. C. Moore, 
of Kentucky. Served March 12. Applicant found entitled to 
continue operation in interstate or foreign commerce as a com- 
mon carrier of distillery products and supplies between Lexing- 
ton, Ky., and Louisville, Ky., and to serve the intermediate 
point of Frankfort, Ky., over U. S. Highway 60, by reason of 
having been engaged in such operation on June 1, 1935, and 
continuously since that time. Certificate ordered issued. Ap- 
plicant found to have failed to establish a right, under the 
grandfather clause provisions of sections 206 (a) and 209 (a) 
of the motor carrier act to a permit as a contract carrier, or a 
certificate as a common carrier of distillery products and sup- 
plies in interstate or foreign commerce between Louisville, 
Ky., on the one hand, and Kentucky points on the other, as 
follows: Athertonville, Bardstown, Bourbon, Chapeze, Chicago, 
Clermont, Dant, Deatsville, Fairfield, Fisherville, Gethsemane, 
Jett, Kennebec, Lebanon, McBrayer, Midway, Nazareth, New 
Haven, New Hope, Smith’s Switch, Stamping Ground, Tyrone, 
and Withrow. Permit or certificate denied, and operations 
ordered discontinued. 


MC 86047, Alvin August Schaub, common carrier applica- 
tion. By joint board No. 54, composed of Andrew Olson of 
Illinois and Mike P. Conway of Iowa. Served March 12. Ap- 
plication for a certificate as a common carrier of commodities 
generally between Chicago, Moline, and Rock Island, Ill., on 
the one hand, and Blairstown, Ia., on the other hand, over 
specified routes, denied for want of prosecution, and operations 
ordered discontinued. 


MC 86161, Palmer Cottingham, common carrier applica- 
tion. By joint board No. 160, composed of Andrew Olson of 
Illinois, Samuel L. Trabue of Indiana, and John C. Highberger 
of Missouri. Served March 12. Application for a certificate 
as a common carrier of commdities generally, between Charles- 
ton, Ill., on the one hand, and Chicago, IIl., Indianapolis, Ind., 
and St. Louis, Mo., on the other hand, over specified routes, 
denied for want of prosecution. 


MC 86225, B. E. Farnsworth, contract carrier application. 
By joint board No. 30, composed of J. G. Hunter of California, 
H. R. Martin of Nevada, and Joseph S. Snow of Utah. Served 
March 12. Operation by applicant as a contract carrier of 
canned goods from Ogden, Utah, to Sacramento, Calif., and 
staple groceries from Sacramento to Salt Lake City, Utah, 
found not consistent with the public interest and the policy 
declared in section 202 (a) of the motor carrier act, 1935. Permit 
denied. 

MC 74791, Lincoln Trails System, Inc., extension of opera- 
tions to Logansport, Ind. By joint board No. 60, composed of 
Samuel L. Trabue of Indiana and E. J. Hopple of Ohio. Served 
March 15. Public convenience and necessity found to require 
operation by applicant as a common carrier of passengers, 
baggage of passengers, express, mail, and newspapers over 
specified routes between Logansort, Ind., and Van Wert, O. 
Certificate granted. 

MC 74791, Lincoln Trails System, Inc., common carrier 
application. By joint board No. 58, composed of Andrew Olson 
of Illinois, Samuel L. Trabue of Indiana, and E. J. Hopple of 
Ohio. Served March 15. Applicant, as successor in interest to 
John B. Wallace, found entitled to continue operation as a 
common carrier of passengers and baggage of passengers over 
specified routes between Chicago, Ill., and Columbus, O., and 
intermediate points, because its predecessor was engaged in 
such operation on June 1, 1935, and because said predecessor 
and applicant have been so engaged continuously since that 
time. Certificate, including authority to transport express, mail. 
and newspapers in the same vehicle with passengers and bag- 
gage of passengers, ordered issued. 

MC-F 52, Brashear Freight Lines, Inc., acquisition of con- 
trol of Kern, Inc. By J. Edward Davey, chief, Section of 
Finance. Served March 15. Acquisition by Brashear Freight 
Lines, Inc., of control of Kern, Inc., by purchase of its no-par 
capital stock, approved and authorized. 

MC 77681, Norman Rodewald, common carrier application. 
By Examiner W. A. Maidens. Served March 17. Application 
for certificate as a common carrier of commodities generally, 
between points in Nebraska, Kansas, Iowa, Illinois, Wyoming. 
South Dakota, Colorado, and Missouri, denied for want of 
prosecution. 

MC 50989, D. E. Tracy, contract carrier application. By 
Examiner W. A. Maidens. Served March 17. Application for 
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permit as contract carrier of commodities generally, between 
points in Minnesota, North Dakota, Wisconsin, and Iowa denied 
for want of prosecution. 


COMMISSION ORDERS 

MC 62514, Feather River Stage Co., Inc., property carrier applica. 
tion and extension of operations, and MC 62515, Feather River Stage 
Co., Inc., passenger carrier application and extension of operations 
Application of protestants for oral argument, denied. ; 

Finance No. 11301, application of California Western Railroad & 

Navigation Co. for permission to abandon its Glen Blair Branch. Ap- 
plication dismissed at the request of applicant. 
; Fourth section application No. 16234, crude sulphur to points 
in New York. Petition of February 11 by Canal Carriers Association 
Inc., on behalf of various barge lines for permission to intervene and 
for reopening, rehearing, and reconsideration, denied. 

No. 27669, Property Owners’ Committee et al. vs. C. & O. et al 
New England Paper & Pulp Traffic Association permitted to intervene. 

MC 66840, Texas Fireproof Storage Co., common carrier applica. 
tion. Alton Railroad Co. et al., common carriers by rail, operating in 
the western district of the United States, permitted to intervene. 

MC 1973, Zimmerman Independent Line, Inc., common earrier 
application. Application of protestant rail carriers in trunk line ter- 
ritory for oral argument, denied. 

MC 3282, G. R. Wood, Inc., common carrier application. Applica- 
tion of protestant rail carriers in trunk line territory for oral argv- 
ment, denied. 

No. 12085, intrastate rates, fares and charges of the C. M. St. P. 
& P. and other carriers in the state of North Dakota. Petition of the 
Board of Railroad Commissioners of North Dakota for vacation of 
Commission’s order of May 3, 1921, denied. 

MC 50215, Avery Eaton, common carrier application. Proceeding 
reopened for further hearing at a time and place to be designated 
by the Commission. 

MC 50234, Rosa C. Favreau, contract carrier application. Proceed- 
ing reopened for further hearing at a time and place to be designated 
by the Commission. 

No. 24847, Chicago Live Stock Exchange vs. A. T. & S. F. et al. 
Order of Dec. 7, 1936, which was by its terms made effective on or be- 
fore April 16, 1937, on not less than 30 days’ notice modified to become 
effective on April 16 on not less than 15 days’ notice instead. 

Finance No. 11002, Denver & Rio Grande Western Railroad Co. 
reorganization. Central Hanover Bank & Trust Co., as trustee under 
the first trust mortgage of the Rio Grande Western Railway Co., 
dated July 1, 1889, and of Central Hanover Bank & Trust Co., as trus- 
tee under the first mortgage of the Rio Grande Junction Railway Co., 
dated Dec. 1, 1889, permitted to intervene. : 

No. 26720, W. H. Bintz Co. et al. vs. Abilene & Southern et al., 
and a subnumber thereunder, Utah Citizens Rate Association et al. 
vs. Same. Order entered on June 30, 1936, which by its terms, as 
amended by orders of Aug. 12, Oct. 1, and Nov. 25, 1936, and Jan. 
6, 1937, is effective March 17 on not less than 30 days’ notice further 
modified so as to become effective on the said date on not less 
than one day’s notice. 

Finance No. 11040, St. Louis Southwestern Railway Co. re- 
organization. Chase National Bank of the City of New York and the 
Mississippi Valley Trust Co. permitted to intervene. 

MC-F 215, Transamerican Freight Lines, Inc., purchase of op- 
erating rights and property of Harold D. Gorman, dba Gorman’s 
‘lransportation Co. Rail carriers in trunk line and Central Freight 
Association territory permitted to intervene. 

MC 50449, George Masler, common carrier application. Proceeding 
reopened for further hearing at a time and place to be designated 
by the Commission. 

MC 50102, James S. Bogart, common carrier application. Proceed- 
ing reopened for further hearing at a time and place to be designated 
by the Commission. 

MC 41710, United Motor Transportation, Inc., common carrier ap- 
plication. Petition filed by applicant for a further hearing, denied. 

MC-F 176, Minneapolis & St. Louis Railroad Co. and coreceivers 
purchase of operating rights and property of Burton Brown, dba Leola 
rruck Line. Northwestern Lumbermens Association permitted to in- 
tervene. 

MC-F 220, Interstate Transit Lines (Neb.), Interstate Transit Lines, 
Inc. (Ill.), and Union Pacific Stages of California purchase of operat- 
ing rights and property of Burlington Transportation Co. L. F. Fisher 
permitted to intervene. 


EMPTY PRIVATE CAR STORAGE 


J. M. Symes, vice-president in charge of operation of the 
Association of American Railroads, has made a ruling to the 
executive committees of demurrage bureaus as to what may 
be done with empty private cars under Rule 1, section 4(b) 
and Rule 3, section E of the association’s demurrage tar'ff. 
The proposition as placed before Mr. Symes and his d‘spos'‘tion 
of it are shown in the following: 


The question has arisen as to whether or not the two provisions of 
the demurrage tariff cited above, when considered together, permit 
empty privately owned equipment to be removed from the interchange 
track by industries doing their own switching and stored upon tracks 
within the industry without being subject to the demurrage rules until 
removed from such storage tracks for loading. The answer is “yes” 
and it is desired that the tariff be thus uniformly interpreted. 

The above is to be interpreted as permitting empty privately owned 
equipment to be removed from the interchange track by industries 
doing their own switching and stored upon tracks within the industry 
exempt from demurrage until date and time of appropriation for load- 
ing. All concerned should be governed accordingly. 





March 
a 


REN 
A 
py Col 
commo 
in Ex 
Board 
a num 
said th 
comme 
deemet 
No. 66 
for the 
Al 
to be € 
Babbit 
relatec 
riers a 
effecti’ 
motor 
In 
asked 
Peel ti 
in car 
claime 
drawa 
crease 
in De 
missio 
T 
the su 
withir 
dated 
4 
for th 
posing 
Marcl 
T 
suspe. 
later 
31.5 t 
estab! 
manu 
sg 
Ex P: 
Fletc 
of Ar 
quest 
mitte 
Aitch 
I 
from 
Nover 


B 
state 
territ 
Coast 

P 
relate 
wate! 

Pp 
paper 
articl 
articl 

I 
earth 

I 
micu 
casks 

I 
stanc¢ 
catio 
Inter 
lines 
the | 
that 
dete 


ing 
and 
This 


in q 


roa 
Cer 


has 








ween 
nied 


Dlica- 
Stage 
lions, 


ad & 
Ap- 


oints 
ition, 
- and 


t al. 
vene, 
dlica- 
1g in 


rrier 
ter- 


lica- 
irgu- 


t. P. 
f the 
n of 
ding 
lated 


lated 


op- 
lan’s 
‘ight 


ding 
ated 


eed- 
ated 


 ap- 


vers 
eola 
» in- 


ines, 
prat- 
sher 


the 
the 
may 
L(b) 
r'ff. 
tion 


is of 
rmit 
ange 
acks 
until 
yes” 


yned 
tries 
istry 
oad- 





March 20, 1937 





The Traffic World 


PAGE 591 











RENEWED EMERGENCY CHARGE CASE 


A number of requests for the suspension of tariffs checked 
by Commission men as having been filed by the carriers on 
commodities removed from the proposals submitted by them 
in Ex Parte No. 115 have been filed with the Commission’s 
Board of Suspension. When the carriers decided to withdraw 
a number of groups of commodities from that proceeding they 
said that if the Commission suspended any of their tariffs the 
commodities covered by the orders of suspension should be 
deemed to have been restored to their places in the renewed 
No. 665 proceeding so that they might offer their justification 
for the proposed rates in that proceeding. 

Armour & Co. asked for the suspension of schedules, dated 
to be effective March 20, on soap and related commodities from 
Babbitt, N. J., and Chicago, Ill. The company said soap and 
related commodities were eagerly sought by motor truck car- 
riers and that if the proposed rates were permitted to become 
effective, the rail carriers would lose a very large tonnage to 
motor trucks. 

Imperial Paper and Color Corporation, Glens Falls, N. Y., 
asked for the suspension of Kipp, Van Ummersen, Curlett and 
Peel tariffs, dated to be effective March 20, proposing increases 
in carload ratings and rates on wallpaper, N. O. I. B. N. It 
claimed the intent of the carriers was to obtain, by the with- 
drawal of the rates and ratings from Ex Parte No. 115, in- 
creased rates which they sought to obtain from the Commission 
in December, 1936, and which were then denied by the Com- 
mission. 

The Sioux City Traffic Bureau, Sioux City, Ia., asked for 
the suspension of increased rates on Christmas trees, carloads, 
within Western Trunk Line territory, proposed in Kipp tariffs 
dated to be effective March 20. 

The Chattanooga, Tenn., Manufacturers’ Association asked 
for the suspension of Pope, Sperry and Curlett schedules pro- 
posing increases on boilers and machinery, dated to be effective 
March 20. 

The Birmingham, Ala., Traffic Association asked for the 
suspension of schedules, dated to be operative March 20 and 
later dates, proposing increases on machinery and parts, from 
31.5 to 36 per cent of first class, cla‘ming it would disrupt an 
established basis and accord a preferential basis to machinery 
manufacturers in official classification territory. 

Submission of additional commodities to be withdrawn from 
Ex Parte 115 has been made to Commissioner Aitchison by R. V. 
Fletcher, vice-president and general counsel of the Association 
of American Railroads. The withdrawals in question were re- 
quested by L. C. Mahoney, chairman of the Montana Lines Com- 
mittee, Chicago, Ill. Mr. Fletcher’s letter to Commissioner 
Aitchison setting forth the commodities follows: 


I am now in receipt of information that it is desired to withdraw 
fom Ex Parte 115 portions of Exhibit A, Part 5 of the petition of 
November 21, 1936, contained on pages 60 to 63 inclusive, as follows: 


Inter-Mountain Territory 


3etween points in Montana and between such points and all inter- 
state points, also between points in North Pacific Coast Freight Bureau 
territory, points in Pacific Freight Tariff Bureau territory (South 


Coast) and points in western North and South Dakota and Wyoming. 
Page 60—Leather, turpentine, in mixed carloads with paint and 


related articles, machinery, machines and boilers, including also oil, 
water or gas well outfits and supplies. 

Page 61—Paper and paper articles except newsprint and roofing 
paper, paper board, pulp board, wall board, scrap iron or steel and 


articles grouped therewith, soap and washing compounds and other 
articles grouped therewith. 

Page 62—Trees, Christmas and evergreen boughs, carbon black, 
earthenware and stoneware, excelsior, excelsior pads, manganese ore. 

Page 63—Paint and varnish and paint materials, liquid or dry, ver- 
miculite, other than crude, ammunition for small arms, wooden barrels, 
casks, drums and articles grouped therewith. 

In so far as these commodities are concerned, it is my under- 
Standing there are no outstanding orders interfering with the publi- 
cation of these rates, and further that it is the intention of the lines in 
Inter-Mountain Territory to file tariffs effective on April 20th. The 
lines desire to reserve the right, however, that if tariffs containing 
the changes herein set out are suspended, they would be free to ask 
that the issues therein arising be transferred to Ex Parte 115 for final 
determination. Twenty-five copies of this letter are being transmitted. 
_ The Commission March 19 refused to suspend tariffs mak- 
ing increases on soap and related commodities, Christmas trees 
and other items in tariffs dated to be effective March 20. 
This refusal to suspend makes the removal of the commodities 
In question from Ex Parte No. 115 final. 





N. Y¥. C. OPERATIONS 
In a report in Finance No. 11066, New York Central Rail- 
road Co. abandonment, etc., and Finance No. 11202, New York 
ventral Railroad Co. operation, the Commission, by division 4, 
has issued a certificate authorizing the New York Central to 





abandon its line of railroad extending from Tupper Lake 
Junction to Helena, N. Y., approximately 62 miles, and to op- 
erate under trackage rights over the line controlled and op- 
erated by the Canadian National extending from Massena to 
Helena, 9.1 miles, all in Franklin and St. Lawrence Counties, 
N. Y. Protests were filed against abandonment. 

The Commission said the abandonment might result in 
some loss and inconvenience to residents and property owners 
“but they do not furnish sufficient traffic to support the line 
and cannot reasonably expect the applicant to continue its 
operation indefinitely at a loss in order to preserve the value 
of their business and property and lessen a tax burden that 
would otherwise fall upon them.” 

Under the trackage arrangement approved, said the report, 
the applicant would be able to maintain through freight and 
passenger service from Utica via its St. Lawrence division to 
Massena, and thence to Helena and points on its Ottawa divi- 
sion in Canada, avoiding some very steep grades and high 
summits on the line to be abandoned. One of the principal con- 
tentions of applicant was that, in general, the timber supply for 
pulpwood and hardwood along the line had been largely ex- 
hausted; lumbering operations either had been abandoned or 
would be in the current year, leaving no activities that would 
require railroad service, and that such transportation as might 
be required for the few small communities involved could be 
adequately provided over the highways. 


MOUNDSVILLE COAL RATES 


The Commission, in I. and S. No. 4227, coal from West 
Virginia to northeastern Ohio, has overruled a motion made by 
the Baltimore and Ohio to strike from the Commission’s files 
the brief field in behalf of the Erie, the New York Central 
system, and the Nickel Plate concerning rate on coal from the 
Moundsville, W. Va., district to Cleveland and Akron, O. The 
brief which the Commission refused to strike was the second 
one filed in that case by the roads mentioned. It is supposed 
to endanger the coal rate structure in northeastern Ohio. 

According to the Baltimore & Ohio motion the second brief 
was confusing, misleading and inaccurate in that in discussing 
the rate structure it suggested that the Baltimore & Ohio pro- 
posed to introduce a new and reduced rate level. In fact, the 
motion said, the Baltimore & Ohio merely adopted the existing 
rate level of the Pennsylvania “including the very rates which 
the Pennsylvania now applies from two points covered by the 
Baltimore & Ohio schedule.” 

In this motion to strike the Baltimore & Ohio asserted 
that the inability of counsel for the Erie and others, to agree on 
one argument was no reason why the Commission and the 
parties should be subjected to the inconvenience of a second 
brief of 21 pages, over and above a first brief of 63 pages, espe- 
cially as this was an investigation and suspension proceeding 
in which the element of brevity was particularly important. 


COTTON BELT REORGANIZATION 


The Chase National Bank of the City of New York and the 
Mississippi Valley Trust Co. have submitted to the Commission 
a suggested plan of reorganization for the St. Louis South- 
western Railway Co. as of July 1, 1937, in Finance No. 11040, 
St. Louis Southwestern Railway Co. reorganization. The plan 
covers the St. Louis Southwestern Railway Co. and its sub- 
sidiaries St. Louis Southwestern Railway Co. of Texas, Central 
Arkansas & Eastern, and Stephenville North & South Texas 
Railway Co. The parent company and the subsidiaries are 
all covered by the reorganization proceeding. 

According to the document filed by the banks the plan 
contemplates that the assets of the three subsidiaries shall be 
re-conveyed to them by the trustee and that the assets of the 
parent company shall either be re-vested in it or shall be trans- 
ferred to a new corporation organized to take its place. The 
plan leaves undisturbed the equipment trust obligation of the 
parent company, its first mortgage certificates and the security 
therefor, and all bonds guaranteed by the parent company with 
exceptions. 


The second mortgage income certificates of the parent com- 
pany will be replaced by new second mortgage bonds, which 
will be a direct obligation of the parent company, have the 
same maturity, be subject to redemption, bear interest at the 
rate of 4 per cent and have the additional security specified 
in the plan. The new second mortgage will authorize $39,- 
000,000 of bonds, $10,800,000 of which will replace principal and 
accrued interest of the present second mortgage income certifi- 
cates (both those held by the public and those pledged under 
the first terminal and unifying mortgage), approximately $1,- 
500,000 of which will replace the notes given by the parent 
company to the Railroad Credit Corporation; $1,000,000 of 
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which will be issued at once and placed in the treasury of 
the parent company to be used for any proper corporate pur- 
poses and approximately $16,700,000 of which will be reserved 
for additions and betterments and for refunding purposes. 

It is proposed by the plan-that the maturity of the first 
terminal and unifying mortgage bonds will be extended to 1962, 
the interest reduced from 5 to 4 per cent (one-half of which 
is to be payable as fixed interest and the remainder only if 
earned) and the provision for payment of principal and interest 
in foreign currencies will be eliminated. Holders of such bonds 
as are in the hands of the public are to receive in return for 
these concessions and for accrued interest an additional $300 
principal amount of such bonds for each $1,000 thereof held. 

Holders of general and refunding mortgage bonds, under 
the plan, will receive 60 per cent of the face amount of their 
holdings in first terminal and unifying mortgage bonds, and 
40 per cent of the face amount thereof and 10 per cent accrued 
interest in new preferred stock of the parent company at $100 
a share. 

Holders of Central Arkansas & Stephenville Company 
bonds will receive in exchange for each $1,000 bond and accrued 
interest 3 shares of new preferred stock and 8 shares of new 
common stock of the parent company. Affiliated companies 
(other than those being reorganized) holding non-negotiable, 
unsecured claims against the parent company will rece:ve one 
share of new common stock for each $100 of such claims. 
Holders of existing preferred stock of the parent company wi!l 
receive one-half share of new common stock for each share 
held, and holders of existing common stock will receive one- 
fifth share of new common stock for each old share held. 

The plan provides that the Southern Pacific Co., the Chase 
National and the Mississippi Valley Trust Co. will receive, in 
satisfaction of their claims for both principal and interest, the 
collateral held by them as security for their notes and/or the 
securities distributable under the plan in respect thereof. 

The plan calls for the authorization of 500,000 shares of 
new common stock without par value and 208,312 shares of 
new preferred stock, without par value, entitled to dividends 
at the rate of $4 a share a year in preference to the common 
stock and no more (such dividends to be cumulative after July 
1, 1940); entitled on liquidation to receive $105 a share plus an 
amount equal to any unpaid cumulative dividends, and no more, 
in preference to the common stock. 

The present outstanding capital stock of the parent com- 
pany consists of 198,936 shares of preferred and 171,861 shares 
of common stock, both of the par of $100 a share. 

The Commission, division 4, in Finance No. 11040, St. 
Louis Southwestern Railway Co. reorganization, has authorized 
E. Stanley Glines, New York; W. Rodman Peabody, Boston; 
and J. Hambleton Ober, Baltimore, Md., as a protective com- 
mittee for holders of St. Louis Southwestern first terminal and 
unifying mortgage bonds, due Jan. 1, 1952, to solicit from 
holders of such bonds proxies and authorizations, to represent 
and act for them and to use, employ, and act under or pursuant 
to such proxies and authorizations. 


This authorization is on condition that all activities of the 
committee shall conform and be subject to any rules and regu- 
lations which the Commission may hereafter promulgate and 
that unless and until the Commission otherwise directs the com- 
mittee shall keep minutes of all its proceedings and records of 
all actions taken, of moneys received and disbursed, and of all 
obligations entered into by it, and report in detail to the Com- 
mission at the first of each month. 





FINANCE APPLICATIONS 


Finance No. 11586. West Virginia Midland Railroad Co. asks 
authority to construct a new railroad along what is known as the 
back fork of the Holly River in West Virginia extending from Holly 
Junction to Diana, W. Va., a distance of 16.7 miles. The applicant 
says that the proposed line provides the only practical means of 
ingress and egress to a large territory not now served by common 
carrier, richly underlaid with coal, possessing potential, substantial 
water power developments with thousands of acres heavily timbered, 
and with the utilization of lands for agricultural purposes increasing. 
The right-of-way to be used, the applicant said, was once used but 
abandoned by the West Virginia Midland Railway, in no way connected 
with the applicant, the application says. The proposed railroad would 
connect with the Baltimore & Ohio. Its capital stock consists of 1,000 
shares of $100 par a share. 

MC-F 264. O. I. M. Transit Corporation, Fort Wayne, Ind., asks 
authority to purchase the rights and privileges of Ohio Forwarding 
Co., Lima, O., to operate as a motor carrier in interstate commerce, 
docket No. 87018. 

MC-F 265. Watson Bros. Transportation Co., Inc., Nebraska City, 
Neb., asks authority to purchase the properties of Raymond D. Brown, 
dba Manhattan. Freight Service. 

MC-F 256. Dixie Greyhound Lines, Inc., Memphis, Tenn., ask au- 
thority to purchase assets of Oliver Coach Lines, Inc. 

MC-F 257. Raymond Bros. Motor Transportation, Inc., St. Cloud, 
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Minn., asks authority to purchase rights, privileges and franchises 
from George Berzel. 

MC-F 258. Central Freight Lines, Inc., Marshfield, Wis., asks 
authority to purchase the operation of Guy R. Leiby, dba Eau Claire. 
Wausau Motor Transport. 

MC-F 259. Boston & Maine Transportation Co., Boston, Mags, 
asks authority to purchase the Bee Line, Inc., of Hartford, Conn, 

MC-F 260. Pennsylvania Greyhound Lines, Inc., Cleveland, 0, 
asks authority to purchase a certificate, in part, from the Great 
Eastern System, Inc., issuable under application BMC-2, No. 59919. 

MC-F 261. Central Greyhound Lines, Inc., Cleveland, O., asks 
authority to purchase from Great Eastern System, Inc., a certificate 
in part, issuable under application BMC-2, No. 59912. F 

MC-F 262. Watson Bros. Transportation Co., Inc., Nebraska City, 
Neb., asks authority to purchase the properties of Paul N. Wolfe and 
Lloyd F. Wolfe, dba Wolfe Bros. Transfer. 

MC-F 263. Watson Bros. Transportation Co., Inc., Nebraska City, 
Neb., asks authority to purchase the properties of Harry Cotton, dba 
Cotton Transfer. 

Finance Nos. 11578, 11579, 11580, 11581, 11582 and 11583. Trys- 
tees of New York, New Haven & Hartford Railroad Co. and Hart- 
ford & Connecticut Western Railroad Co. ask authority to abandon 
lines as follows: State Line, N. Y., to Rhinecliff, N. Y., 41.87 miles: 
point near Griffins station to Tariffville, Conn., 2.71 miles, and point 
west of Tariffville station to Agawam Junction, Mass., 14.30 miles: 
point east of Tariffville station to Simsbury station, Conn., 3.31 miles 
and point west of Simsbury to point east of Former High Street June. 
tion station, Collinsville, Conn., 6.8 miles; point west of Lakeville 
station to junction switch near State Line station, N. Y., 2.76 miles: 
point west of Winstead to point east of East Canaan, Conn., 15,12 
miles; and point west of former High Street Junction station, Collins- 
ville to point east of Winsted, Conn., 11.34 miles. 

MC-F 252. German Bros. Motor Transportation, Inc., Ripley, 0,, 
asks authority to purchase property and rights of A. D. Fleming. 

MC-F 253. Dealers Transport Co., Inc., Memphis, Tenn., asks av- 
thority to purchase part of the properties and operating rights of 
Husmann & Roper Freight Lines, Inc. 

MC-F 254. Cherokee Motor Coach, Inc., Chattanooga, Tenn., asks 
authority to sell certain rights to operate motor vehicles together 
with certain vehicles and equipment to the Consolidated Bus Lines, 
Inc., Smithville, Tenn., and latter joins in application. 

MC-F 255. Joint application of Queen City Coach Co., Charlotte, 
N. C., and Statesville-Salisbury Coach Co., of Charlotte, N. C., for 
authority to merge with name of Queen City Coach Co. continuing. 

Finance No. 11587, Casey & Kansas Railroad Co. asks for authority 
to abandon 19 miles of its line extending from Kansas to Casey, II. 
The applicant says that the road is unsafe for operation, is not paying 
expenses and is now being financed by the Kansas & Sidell Railroad 
Co. and is indebted to that company. 

Finance No. 11588, the Kansas & Sidell Railroad Co. asks authority 
to abandon its line between Hume and Sidell, Ill., a distance of 8 miles 
because the line is unsafe for operation and is not paying expenses. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 11564, Southern Pacific Company 
equipment-trust certificates, granting authority to assume obligation 
and liability in respect of not exceeding $11,220,000 of Southern Pacific 
Company equipment-trust certificates, series O, to be issued by the 
Pennsylvania Company for insurances on lives and granting annuities, 
as trustee, and sold at 97.377 per cent of par and accrued dividends 
to a group comprised of Salomon Brothers & Hutzler, Dick & Merle- 
Smith, and Stroud & Company, Inc., in connection with the procure- 
ment of certain equipment, approved. 

Report and certificate in F. D. No. 11542, Toledo & Cincinnati 
Railroad Company et al. Abandonment, permitting abandonment by 
the Toledo & Cincinnati Railroad Company of certain branch lines 
of railroad in Jackson county, Ohio, and abandonment of operation 
thereof by the Baltimore & Ohio Railroad Company, approved. 

Report and order in F. D. No. 11556, Sharon Railway bonds, 
granting authority to the Sharon Railway to extend from January 1, 
1937, to January 1, 1962, the date of maturity of not exceeding $164,000 
of first mortgage gold bonds of the Sharon Railway and $250,000 of 
first mortgage gold bonds of the New Castle & Shenango Valley Rail- 
road Company, with interest at 4 per cent per annum, approved. 

Report and order in F. D. No. 11555, Chicago Great Western Rail- 
road Company trustees’ et al. notes, granting authority to issue not 
exceeding $477,795.27 of joint and several promissory notes, to be 
delivered at par to the Pullman-Standard Car Manufacturing Company, 
as lessor, in connection with the procurement of certain equipment, 
approved. 

Report and order in F. D. No. 11544, Atchison, Topeka & Santa 
Fe Railway Company equipment-trust certificates, granting authority 
to assume obligation and liability in respect of not exceeding $13,- 
800,000 of Atchison, Topeka & Santa Fe Railway equipment-trust of 
1937, 2%, per cent serial equipment-trust certificates, to be issued by 
the Guaranty Trust Company of New York, as trustee, and sold at 
100.353 and accrued dividends to the Prudential Insurance Company of 
America in connection with the procurement of certain equipment, 
approved. 

Second supplemental report in F. D. No. 11446, Chicago, Rock 
Island & Pacific Railway Company trustees’ equipment-trust certificates, 
modifying supplemental report of March 5, 1937, as indicated, approved. 

Report and certificate in F. D. No. 11287, Chicago, St. Louis & 
New Orleans Railroad Company et al. abandonment, permitting 
abandonment by the Chicago, St. Louis & New Orleans Railroad Com- 
pany of part of a branch line of railroad in Webster county, Ky., and 
abandonment of operation thereof by the Illinois Central Railroad 
Company, lessee, approved. 
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Miscellaneous Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1937, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Court of Appeals of Ohio, Lucas County.) Incorporated 
motor carrier by permitting private truck operator to use its 
motor carrier’s certificate rendered itself liable for any injuries 
resulting from negligence of private operator in using highways 
(Gen. Code, Sec. 614-99). (Stickel vs. Erie Motor Freight, 6 
N. E. Rep. (2d) 15). 


(Supreme Court of Wyoming.) Wholesale grocer selling 
and delivering goods to merchants along route served by com- 
mon motor carrier and charging merchants’ price of goods at 
wholesaler’s place of business, plus estimated cost of trans- 
porting goods in wholesaler’s trucks from such place of business 
to merchants, could not be required to charge rate for trans- 
portation services not less than rate common motor carrier was 
required to charge for same service, since wholesaler was “pri- 
vate motor carrier” and not “contract motor carrier” (Laws 
1935, c. 65, Secs. 2, 11, 14). (Russell vs. Walter Schultz Whole- 
sale Grocery Co., 64 Pac. Rep. (2d) 610.) 

Private motor carrier’s transportation of goods sold by it is 
not transportation of “property of others,” within statute de- 
fining “‘contract motor carrier” as one who engages in transport- 
ing of property of others for compensation under contract 
(Laws 1935, c. 65, Sec. 2 (0, p).—Ibid. 





ELKINS ACT INDICTMENTS 


Secretary Bartel has issued the following: 


The Commission is advised that on March 6, an indictment was 
returned in federal court at Philadelphia, Pa., against the Pennsyl- 
vania Railroad Co. for granting rebates and concessions to Midstate 
Horticultural Co., Inc., in violation of section 1 of the Elkins act. On 
the same date a joint indictment was returned in the same court 
against Midstate Horticultural Co., Inc., and Arpaxat Setrakian, its 
vice president and general manager, for soliciting and receiving rebates 
and concessions from the Pennsylvania Railroad Co. in violation of 
section 1 of the Elkins act. Each indictment was drawn in 26 counts. 
The charges against all defendants involve the filing and payment of 
loss and damage claims on carload shipments of grapes. The cases 
were investigated by the Commission’s Bureau of Inquiry. 


UNLAWFUL CREDIT ALLEGED 
Acting Secretary Laird has issued the following: 


The Commission has been advised that on March 10, in the United 
States district court for the eastern district of Louisiana, at New 
Orleans, an indictment in five counts was returned against Texas 
& Pacific Railway Co. The indictment is under section 10(1) of the 
interstate commerce act and charges the defendant with the granting of 
credit on freight charges beyond the lawful period in connection with 
the shipments of fruits and vegetables delivered to Mallard Brokerage 
Co. at New Orleans. 

The Commission has been advised that on March 10, in the United 
States district court for the eastern district of Louisiana, at New 
Orleans, two indictments, one under section 10(1) of the interstate 
commerce act and one under section 1 of the Elkins act, were re- 
turned against Louisiana & Arkansas Railway Co. The indictment 
under section 10(1) of the interstate commerce act charges defendant 
with the granting of credit beyond the lawful period in connection 
with freight charges on shipments of fruits and vegetables delivered 
to Mallard Brokerage Co. at New Orleans. 

The indictment under section 1 of the Elkins act is in five 
counts and charges defendant with the granting of unlawful con- 
cessions and advantages to Mallard Brokerage Co. in connection with 
the delivery of shipments of fruits and vegetables covered by ‘‘advise’’ 
bills of lading prior to the surrender of such bills of lading. These 
cases were investigated by representatives of the Commission’s Bu- 
reau of Inquiry. 


ICING OF BANANAS 


The Fruit Dispatch Co. and the Standard Fruit and Steam- 
ship Co., have asked the Commission, in No. 20769, charges 
for services to perishable freight, for a further and separate 
hearing for receiving evidence and determining these ques- 
tions: 

Whether and to what extent the section 4 charges, or any of them, 
prescribed in the Commission’s order of June 2, 1936 (now under sus- 


Pension) are fairly and reasonably applicable to the transportation of 
bananas and other perishable tropical products, and to what extent, if 


The Traffic World 


PAGE 593 


any, the transportation or. line-haul rates at present in effect for the 
transportation of bananas and other perishable tropical products on 
the lines of carriers subject to the interstate commerce act include 
compensation for the icing services rendered to such commodities for 
which services special charges are prescribed in the said Commission’s 
report of June 2, 1936, now under suspension. 


The petitioners assert that if given an opportunity they 
can show that nearly all the present rates on bananas and 
other tropical products have been fixed by negotiation with 
the carriers and that they can show that such rates include a 
large measure of compensation rendered in connection with the 
icing service. 


CHICAGO LIVE STOCK CASE 


Arguments were made to the Commission, March 16, in No. 
26717, Chicago Live Stock Exchange vs. Abilene & Southern 
et al. and No. 26935, Agar Packing & Provision Co. vs. Alton, 
involving rates on live stock from points in the western dis- 
trict to Chicago, St. Louis and East St. Louis; and rates on 
live stock from the same origin territory to the Union Stock 
Yards at Chicago and via those yards to destinations in trunk 
line and New England territories. Examiner A. S. Worthing- 
ton, in a proposed report, recommended dismissal of the com- 
plaints on a finding that the rates on live stock to Chicago, St. 
Louis and East St. Louis were not unreasonable or otherwise 
unlawful; and that the rates to the Union Stock Yards and 
via those yards to the east were not unduly prejudicial or 
unjustly discriminatory. 

One of the points of the Chicago exchange, according to 
Examiner Worthington, was that the rates on the animals from 
the west via Chicago to points east of the Illinois-Indiana line, 
lower on live stock which avoided the Union Stock Yards, 
than on live stock which moved via those yards, were unduly 
discriminatory and preferential; also that the assessing of lower 
carload rates on meats from Western Trunk Line territory to 
the Chicago district and points east thereof, than on live stock, 
unduly preferred western slaughterers and unduly prejudiced 
the complaining exchange members. 

Slaughterers at Chicago, St. Louis and East St. Louis, in 
the Agar complaint, according to the examiner, alleged that 
the rates on live stock from points in western states to those 
points were unreasonable and unduly prejudicial to them. Mem- 
bers of each side of the controversy indicated by Examiner 
Worthington’s summary of the complaints intervened in the 
case brought by the other. Interveners, he said, did not oppose 
a reduction in rates on live stock. But they objected to any 
increase in any of the rates alleged to be unduly preferential. 
They pointed out that under a finding of undue prejudice and 
preference an order would have to be in the alternative and 
that that would give the carriers the opportunity to increase 
the lower rates to cure any relation of rates which the Com- 
mission might find unlawful under section 3. : 

Assignments of time for discussion of the case was made 
to H. R. Park, C. B. Heineman and George P. Boyle, for the 
complainants; Ross D. Rynder, for Swift & Co.; Lee J. Quasey, 
for National Live Stock Marketing Exchange Association; Paul 
E. Blanchard, for Armour & Co.; Nuel D. Belnap, for Cudahy 
& Co.; W. H. Wagner, for interior Iowa packers; and Walter 
McFarland and W. T. Pierson, for the defendants. 


SUSPENDED TARIFFS 


In I. and S. No. 4319, the Commission has suspended from 
March 15 until October 15 schedules in supplement Nos. 26 
and 28 to Boston & Maine I. C. C. No. A-2899 (also bearing 
supplement No. 2 to MF I. C. C. No. 10). The suspended sched- 
ules propose to eliminate the application of delivery service, or 
allowance therefor, at New York, N. Y., in connection with 
less-carload and any-quantity rates on dry goods from stations 
on the Boston & Maine and Maine Central railroads, moving 
via all-rail or rail-and-water routes. 

In I. and S. No. M-94 the Commission has suspended from 
March 15 until June 13 schedules as published in supplement 
No. 7 to MF I. C. C. No. 2 of P. H. Michel doing business as 
Interstate Truck Service. The suspended schedules proposed 
to establish rates resulting in reductions and changes on 
matches, L. T. L. from Wheeling, W. Va., to points in N. C. 
and Va. The following is illustrative: Reduction in the less- 
than-truckload rate on matches from Wheeling, W. Va., to 
Durham, N. C., from 99 to 89 cents. 


In I. and S. No. M-97 the Commission has suspended from 
March 15 until June 13 schedules in MF I. C. C. No. 6 of Ad- 
vance Freightways, Inc. The suspended schedules propose to 
establish reduced rates and ratings on various commodities 
between points in Del., N. Y., N. J., and Pa. The following 
is illustrative: 







































































































































































PAGE 594 


Rating—Hosiery, other than cotton, 
York, N. Y., and Philadelphia, Pa., 
1 cent. 


any quantity—between New 
present rate 1% cents, proposed 


In I. and S. No. M-98 the Commission has suspended from 
March 15 until June 13 schedules in tariff MF I. C. C. No. 2 of 
Richard Sansevere, doing business as Albert’s Delivery Service. 
The suspended schedules propose to establish rates resulting in 
changes on various commodities between Philadelphia, Pa., 
and points in New Jersey and New York. 

In I. and S. No. M-93, the Commission has suspended from 
March 13 until June 11, schedules in Tariff MF-I. C. C. No. 3 
of A. L. Murray doing business as A. L. Murray Transportation. 
The suspended schedules propose to establish reduced rates 
and ratings between N. Y., Mass., Conn., R. I., N. J., Pa. and 
Ohio. The following is illustrative: 


Books: From Buffalo, N. Y., to Boston, Mass., proposed 40 cents 
on minimum weight of 20,000 pounds and 50 cents on a minimum weight 
of 10,000 pounds. 


In I. and S. No. M-95 the Commission has suspended from 
March 14 until June 12, schedules in Tariff MF-I. C. C. No. 1 
of Norman N. Elliot, doing business as Norman N. Elliot. The 
suspended schedules propose to establish rates resulting in 
reductions and changes on various commodities between points 
in eastern and southern territories. 

In I. and S. No. M-96 the Commission has suspended from 
March 15 until June 13, schedules in Tariff MF-I. C. C. No. 3 
of J. E. Rayburn, doing business as Houston Inland Forwarding 
Co. The suspended schedules propose to reduce rates on vari- 
ous commodities between certain points in the state of Texas. 
The following is illustrative: 


Nuts, edible, shelled or unshelled, from Dallas, Texas., to Houston, 
Texas., present 40 cents on minimum weight of 7,000 pounds, and pro- 
posed 20 on minimum weight of 5,000 pounds. 


In I. and S. No. 4316, the Commission has suspended from 
March 12 until October 12, schedules in South Omaha Ter- 
minal Railway I. C. C. No. 8. The suspended schedules pro- 
pose to increase the present charges for switching carload 
freight, also for loading and unloading of live stock, in carloads, 
and various other services, at South Omaha, Neb. 

In I. and S. No. 4317, the Commission has suspended from 
March 15 until October 15, schedules in twelfth revised page 
35B to Sacramento Northern Railway’s I. C. C. No. 27, twenty- 
eighth revised page 540 to Southern Pacific I. C. C. No. 4732, 
and forty-ninth revised page 278 to Western Pacific I. C. C. No. 
260. The suspended schedules propose to reduce the rate on 
sugar, in carloads, from San Francisco and other points on 
San Francisco Bay to Sacramento, Cal., from 14 cents to 10% 
cents per 100 pounds, to meet alleged water competition. 

In I. and S. No. 4318, the Commission has suspended from 
March 13 until October 13, schedules in supplement No. 2 to 
New York, New Haven & Hartford I. C. C. No. F3476. The 
suspended schedules propose to reduce rates on all commodi- 
ties, in mixed carloads, from Boston, Mass., and points grouped 
therewith, to East Hartford, Conn., from 16 cents to 12 cents 
per 100 pounds, to meet motor-truck competition. 





PETITIONS FOR REHEARING, ETC. 


No. 20769, charges for protective service to perishable freight. 
The Boston & Albany Railroad asks for modification of the Commis- 
sion’s order of June 2, 1936, so far as it affects the charges at Spring- 
field, Mass., for icing refrigerator cars of import and export freight 
moving through the Port of Boston, Mass. 

MC-F 240, application of Black Hills Transportation Co., Rapid 
City, S. D., to acquire as successor in interest the operating rights 
and property of Joseph F. Lindsey, dba Platte Valley Stages, or Platte 
Valley-Cheyenne Short Line. Black Hills Transportation Co. moves 
to dismiss the application herein filed on Feb. 23, 1937. 

I. and S. No. 4069, routing via Quanah, Acme & Pacific Railway 
Co. and No. 17000, part 8, cottonseed, its products, and related articles. 
Respondents, carriers by railroad, ask for reopening, reconsideration 
and vacation of orders entered Feb. 8, 1937. 

No. 17000, part 4, petroleum and petroleum products, rate struc- 
ture investigation. Southern carriers ask for modification of order 
herein to permit establishment of water-rail competitive rates on gaso- 
line, including blended gasoline, and kerosene, in tank cars, carloads, 
from New Orleans-Baton Rouge group to Atlanta, Ga., and group, 
and intermediates on W. Ry. of Ala. and A. & W. P. R. R. without 
corresponding reduction in rates from points west of the Mississippi 
River. 

No. 27172, Home Oil & Refining Co. et al. vs. Ann Arbor et al., and 
a subnumber thereunder, W. E. Rice Co. et al. vs. Same, and No. 
27367, E. L. DeMers, Inc., vs. Ann Arbor et al. Complainants ask 
for reopening and reconsideration by the Commission, en banc, of 
the report and order dated Jan. 15, 1937, with respect to the denial 
of reparation. 

No. 25815, Consolidated Wagon & Machine Co. et al. vs. B. & O. 
et al. Carriers parties to Agent Curlett’s I. C. C. No. A-480, Van 
Ummersen’s I. C. C. No. 273 by J. A. Farmar, E. Morris, H. Wilson 
and F. Van Ummersen ask the Commission to modify their order in 
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this proceeding involving rates on agricultural implements, from Points 
in western trunk line and official classification territories to points jn 
Utah and Idaho from which there has been a movement so as to amenq 
the above mentioned tariffs to eliminate Higganum, Conn., as a Point 
of origin. 

MC 1603, application of O. B. Starke and Ryland Starke, Lexing. 
ton, Mo., a partnership, dba O. B. Starke & Son. The Chicago, Bur- 
lington & Quincy, the Missouri Pacific, St. Louis-San Francisco and 
the Wabash Railway Co. ask division 5 of the Commission to vacate 
and set aside its certificate dated February 26 issued in this docket, 

MC 11130, application of Merchants Transfer & Storage Co., Ine 
Independence, Kan. Missouri Pacific Railroad Co. and other rai] lines 
ask division 5 of the Commission to vacate and set aside its certificate 
date March 1, issued in this docket. : 

No. 24847, Chicago, Live Stock Exchange vs. A. T. & S. F. et al 
J. A. Farmer, agent and attorney for carriers defendants in this pro- 
ceeding, involving the aggregate charges on ordinary live stock, car- 
loads, to and from Union Stock Yards, Chicago, Ill., on the one hang 
and points west of the Mississippi River and certain points in Wis- 
consin and Illinois on the other, ask permission to amend ther petj- 
tion as filed March 3 for postponement of the effective date of the 
order to suggest the alternative of continuing the present effective 
date of April 16 by shortening the period of notice to the Commis. 
sion from 30 to 15 days. 

No. 27646, State Docks Commission et al. vs. G. M. & N. et al 
The Southern Railway Co., Louisville & Nashville, Gulf, Mobile @ 
Northern, Alabama, Tennessee & Northern, and the Mobile & Ohio 
Railroad Co., defendants, move that the Commission enter an order 
dismissing the complaint herein because the same is not filed in com- 
pliance with the Commission’s rules of practice. 

MC-F 14, application of Houston & North Texas Motor Freight 
Lines, Inc., for authority under section 213, motor carrier act, to 
purchase Texas certificate of convenience and necessity No. 2823, from 
Interstate Motor Freight Lines, Inc. Interstate Motor Freight Lines 
Inc., acting by and through its principal stockholder, O. C. Shaw, 
and O. C. Shaw individually as the owner of all of the shares of 
stock of Interstate Motor Freight Lines, Inc., except $100, moves 
that the Commission reopen this proceeding. 

MC-F 3, Pennsylvania Truck Lines, Inc., acquisition of control 
of the Barker Motor Freight, Inc., and MC-F 13, Barker Motor 
Freight, Inc., purchase of property and certificates of D. P. and 
Floyd Barker, dba Barker Motor Freight Lines. Pennsylvania Truck 


Lines, Inc., asks that the Commission modify its supplemental 
of March 6. F - a 


SCRAP METALS EMBARGOED 


Accumulations of cars loaded with scrap iron and other 
scrap metals at many Atlantic and Gulf ports have caused in- 
dividual railroads serving such ports to place embargoes on 
such shipments. A general embargo on scrap shipments has 
been laid by the Car Service Division of the Association of 
American Railroads on Houston, Tex., or port facilities at 
Houston. Shipments to Houston hereafter may move only on 
permits through the general embargo under two specific ex- 
ceptions. 

The general embargo against such shipments to Houston 
applies to all carload shipments destined to, reconsigned, or 
diverted, or intended to be reconsigned or diverted to Houston 
or port facilities for local or domestic delivery, or for export 
or outbound coastwise movement, including cars moving in 
intracity switch service between all points within the switching 
limits, except under two classes of exceptions. Permits for 
shipments coming within those exceptions are to be issued by 
D. R. Swain, permit agent, 609 Fannin Building, Houston, Tex. 
The two exceptions under which permits may be issued are: 





No. 1: Permits will be issued releasing for movement to Houston 
or within the switching limits, local or domestice shipments of scrap 
iron or other scrap metal, or shipments of such freight billed for ex- 
port or outbound coastwise movement, but intended for unloading into 
storage prior to exportation or forwarding from port in outbound coast- 
wise movement, upon receipt of proper evidence that such shipments 
will be promptly unloaded after arrival. 

No. 2: Permits will be issued releasing for movement to Houston 
or within the switching limits, shipments of scrap iron or other scrap 
metal for export and outbound coastwise movement by vessel upon 
receipt of proper evidence that such shipments are intended to fill 
sales for which definite engagement has been made for steamer space 
and will be promptly unloaded after arrival. 


The general embargo notice concerning Houston carries 
instructions to be followed by railroad agents in the steps 
necessary to obtain permits. 

The accumulation of scrap at the ports is assumed to be 
due to the rearmament programs that are being carried out 
in Europe. The fact, however, that a considerable percentage 
of cars seems to be without definite consignee, leads to the be- 
lief that some of the scrap is moving in a speculative market, 
rather than to definite points of consumption. 


CHANGES IN DOCKET 

Hearing in MC-F 181, assigned for March 17 at the U. S. Court, 
Amarillo, Tex., before Examiner Higgins, was canceled. 

Hearing in MC Nos. 2001 and 8035, assigned for March 17, Hous- 

ton, Tex., before Joint Board 77 was withdrawn from that joint board 

and assigned to Examiner Booth instead, same date and place. 
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AUTOMATIC CONTROL OBSOLETE 


Asserting that the automatic train control devices in use 
ye obsolete, the trustees of the Chicago, Rock Island & Pacific 
iave asked the Commission, in No. 13413, Sub. No. 1, automatic 
ain control devices, for authority to discontinue the further 
maintenance and operation of the devices on that part of the 
nock Island known as the Chicago and Rock Island divisions 
formerly Chicago Terminal and Illinois Divisions), between 
glue Island and Rock Island, Ill. Installation of these devices 
overs 161.4 miles of double track. The devices were put into 
gration November 1, 1923. The manufacturer of the devices, 
the trustees assert, has gone out of business. 

Introduction of high speed trains hauled by Diesel locomo- 

tives, the trustees assert, introduces a questionable factor of 
gtisfactory operation with the intermittent electrical contact 
type (ramp) device, used on their railroad. 
* The present automatic block signals were installed in 1907 
and 1908 and, according to the petition of trustees, are reach- 
ing a State where they are expensive to maintain, and should 
be modernized. To increase efficiency of operation, say the 
trustees, it is necessary to modernize handling of traffic by 
ignaling each of the present double track trains for operation 
in either direction. Centralized traffic control should be 
initiated, they add, on certain sections and extended over the 
entire zone, Blue Island to Rock Island, as business conditions 
warrant. These improvements, they declare, will require a 
capital expenditure estimated at $500,000. 

The application of automatic train control devices to a 
modernized automatic block signal system, it is asserted, will 
introduce serious complications and very heavy expenses. The 
trustees believe the capital expenditures necessary to modify 
and expand automatic train control devices to correspond with 
the high speed train schedules about to be initiated and with 
the modernization of the present automatic block signal system 
between Blue Island and Rock Island, would provide greater 
safety if used for the modernization of the facilities for han- 
jing of train by signaling and the extension of signaling 
facilities, chiefly automatic block signals, on the other sections 
of the railroad where such do not now exist. 

Maintenance and operation cost of the automatic train 
control devices on the Chicago and Rock Island divisions, in 
1935, the trustees declare, amounted to $42,537, direct out-of- 
pocket expense. That expense, they say, does not represent 
the total cost as it does not include the expense incurred on 
other sections of the railroad where automatic train control 
devices do not exist, which expenses are occasioned by existence 
of such automatic train control devices on the Chicago and 
Rock Island divisions. The trustees say they are confronted 
with increased average annual maintenance costs of these con- 
trol devices by reason of age, obsolescence, and the manu- 
facturer thereof having discontinued business. They say that 
asummary of accidents between Jan. 1, 1930, and Nov. 30, 1936, 
appears to indicate automatic block signals should have prefer- 
ence for capital expenditures rather than the automatic train 
control devices. 


DEMURRAGE AND FLOODS 


_ Amendments to the demurrage code intended to relieve 
shippers and consignees of freight of the hardships that would 
be laid on them by the flood if the terms of the code were 
enforced literally have been authorized by the Commission to 
be made effective on five days’ notice. The changes were 
formulated to be effective March 20 or soon thereafter. They 
were authorized in special sixth section permission No. 159,473. 

The substance of the changes were agreed on by the rail- 
roads in February (see Traffic World, Feb. 13, p. 329). When 
they were presented to W. P. Bartel, then chief of the Bureau 
of Service, which has administrative control of demurrage 
matters, the proposals of the railroads were changed in form 
for tariff publication. The changes in the demurrage code that 
the railroads were authorized to make the new matter being 
enclosed within quotation marks, follow: 


Add (new) Paragraph 4 to Rule 8, Section A: 

“4. When, because of floods, earthquakes, hurricanes, or tornadoes, 
and conditions in the devastated area resulting therefrom, it is impos- 
sible for a Consignor or Consignee to get to or to load or unload a car, 
the detention directly chargeable thereto will be eliminated in com- 
puting demurrage.”’ 

Change Rule 8, Section B, bunching, paragraph 2, to read: 

2. Cars for unloading or reconsigning. When, as the result of the 
act or neglect of any carrier, ‘‘or because of floods, earthquakes, hurri- 
canes, or tornadoes and conditions in the devastated area resulting 
therefrom,”’ cars originating at the same point,’’ etc. 

Change Rule 9, Section E, to read: 

A party who enters into this average agreement shall not be en- 
titled to include therein cars subject to rule 2, Sections B and C, page 
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43, nor Rule 6, Sections B and C, page 48, nor shall he be entitled to 
cancellation or refund of demurrage charges under Section A, Paragraph 
1, of Rule 8, page 49, nor under Section B of Rule 8, page 49, except 
when bunching has been caused by ‘‘floods, earthquakes, hurricanes or 
tornadoes, and conditions in the devastated area resulting therefrom,”’ 
strike of carrier's employes, or when shipments of coal, withheld by 
the carrier to protect its fuel supply, are subsequently delivered to con- 
signee in accumulated numbers. 


These changes in the demurrage rules to make provision 
for the conditions created by the floods in the Ohio and Mis- 
sissippi valleys will provide the foundation for the railroads 
to ask the Commission to authorize the waiving of demurrage 
on cars that could not be handled in the flood period. A joint 
statement with regard to the situaiton is to be prepared by 
the National Industrial Traffic League and the Association of 
American Railroads for filing with the Commission, as warrant 
for its authorizing waiving demurrage charges which accrued 
after Jan. 31 by reason of the flood conditions. 


REPARATION ORDERS 


The Commission has entered reparation orders in No. 
18579, J. E. Bryant Co. vs. Fort Worth & Denver City et al.; 
No. 26107, Fretz-Moon Tube Co., Inc., vs. Buffalo & Susque- 
hanna et al.; No. 26648, National Utilization Corporation vs. 
Erie et al.; No. 26871, Independent Refining Co. et al. vs. 
Cc. B. & Q. et al.; No. 27202, Goetz Sales Co. et al. vs. A. T. 
& S. F.; No. 26643, Mexican Petroleum Corporation et al. vs. 
A. G. S. et al.; No. 26652, Dawson Brothers Distributing Co. 
et al. vs. Alton et al.; No. 26773, Lion Oil Refining Co. et al. 
vs. A. G. S. et al.; and No. 27121, Ohio Steel Foundry Co. vs. 
C. B. & Q. et al. 


EXPLOSIVES REGULATION 


The Commission, by Commissioner McManay, in No. 3666, 
the proceeding in which it promulgates regulations for the 
transportation of explosives and other dangerous articles, has 
made effective, as of March 10, changes in the regulations for 
transportation, by freight and express, of various dangerous 
articles. Among the regulations pertaining to transportation 
by freight are requirements for the packing of ethyl chloride, 
benzoyl peroxide and compressed gases. Among the regula- 
tions pertaining to transportation by express are amendments 
to the regulations covering motion picture films and com- 
pressed gases. 


ILLINOIS COAL TO IOWA 


A new inquiry into the complexities of the rate structure on 
coal from Illinois producing areas to interior Iowa was begun 
before Examiner Koch at Chicago March 16 at the opening of 
the hearings in a series of cases involving those rates, decided 
by the Commission in May, 1936, but reopened at the request 
of shippers and some of the railroads. The cases are: 


26558, Midland Electric Coal Corporation vs. C. and N. W. et al. 

26585, United Electric Coal Company et al. vs. C. B. and Q. et al. 

26677, Bell and Zoller Coal Company et al. vs. A. T. and S. F. et al. 

26685, Illinois Coal Traffic Bureau vs. A. and E. et al. 

26711, Northern Illinois Coal Corporation vs. Alton et al. 

26719, Fifth and Ninth Districts Coal Traffic Bureau vs. Alton et al. 

21020, Davenport Chamber of Commerce Traffic Bureau et al. vs. 
A. and E. et al. , 


In the original decision (215 I. C. C. 562), the Commission 
found the rates unreasonable to the extent that they exceeded 
95 per cent of the Holmes and Hallowell scale and ordered rates 
at that level assessed based on mileages from the Fulton-Peoria 
group. The chief factors that caused the reopening was the 
alleged disruption of origin group relationships by reason of the 
application of those mileages, some question as to the accuracy 
of the mileages as applied, and the absence from the Commis- 
sion’s order of a thirteenth section finding against the Iowa 
intrastate rates. 

Most of the testimony put in in the opening days of the 
Chicago hearing bore on mileages and on questions of trade 
competition as between producers in the various Illinois fields. 
A. J. Christiansen, appearing for a group of interested shippers, 
entered new mileage compilations. Cross-examination revealed 
that the compilation, although carefully and elaborately made, 
did not satisfy everyone in all its details. 

The question of competition was gone into chiefly as be- 
tween producing areas, rather than as between individual pro- 
ducers. Sellers of coal produced in the Fulton-Peoria district, 
for instance, insisted that they had lost much of the interior 
Iowa business to producers from the Southern Illinois Group. 
On the other hand, Southern Illinois producers brought forward 
specific examples of cases where they had lost Iowa customers 
to producers in the Fulton-Peoria and Northern Illinois groups. 
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Both maintained the loss of business was due to the disadvan- 
tageous differentials set by the Commission. One witness finally 
summed up the competitive situation by shaking his head and 
saying he “guessed there was always a turnover in customers.” 

The question of the difference in the quality of the coal 
produced in the several Illinois groups was also brought up by 
a number of witnesses. While these denied any attempt to 
level this advantage or disadvantage by rate manipulation, it 
was said that the difference, amounting to something like 50 
cents a ton in favor of the southern coal, was often sufficient 
to control the business. 

It was predicted that the hearing would run well into the 
second week. 


RAILROAD EARNINGS 


Revenue and expense statistics of Class I railways, ex- 
clusive of switching and terminal companies for January, 
1937 and 1936, compiled by the Commission’s Bureau of 
Statistics, for the United States as a whole, follow: 


1937 1936 
Average number of miles operated ...... 235,990 236,855 
Revenues: 

DE dGtt coi tuswinstevedeesheeubetr $ 268,650,671 $ 241,124,628 

a nn ee 37,440,843* 34,101, 936+ 

Is Cr tee ck win ae cee nn wikibe men e.6 7,939,861 7,706,347 

EG se sinks Cava cehens eee sau bs 3,136,652 3,014,633 

All other transportation ............. 6,919,839 6,552,381 

EE Aa L cna eh ch saan tees owas enon 6,843,437 5,843,207 

Re eee 944,087 944,545 

ES EE ee 190,701 229,349 

Railway operating revenues ..... $ 331,684,689 $ 299,058,328 
Expenses: 

Maintenance of way and structures .. 33,102,162 30,409,109 

Maintenance of equipment .......... 67,808,120 61,827,605 

Chee ake hob See hss 0p Shy >> 8,554,186 8,015,559 

PD Leib dak a besa bed sew sie 127,270,570 115,580,670 

Miscellaneous operations ............. 3,475,711 2,922,046 

EE AE 13,607,522 13,175,479 

Transportation for investment—Cr. .. 154,129 189,381 

Railway operating expenses ...... $ 253,664,142 $ 231,741,087 
Net revenue from railway operations .... 78,020,547 67,317,241 
er 28,472,704 21,564,510 

Railway operating income ....... $ 49,547,843 $ 45,752,731 
Equipment rents—Dr. balance ........... 7,865,401 6,937,065 
Joint facility rent—Dr. balance .......... 3,245,763 3,087,135 

Net railway operating income ....$ 38,436,679t $ 35,728,531§ 
Ratio of expenses to revenues (per cent). 76.48 77.49 
Depreciation included in operating ex- 

DIOR: scndcnudcenebebesbhetaaouncnaie 16,184,491 $ 16,119,624 
Total maintenance before depreciation... 84,725,791 76,117,090 
Net railway operating income before de- 

cash wk koebsbneann kbs kebbe.owe 54,621,170 51,848,155 


*Includes $5,865 sleeping and parlor car surcharge. 

tIncludes $974,920 sleeping and parlor car surcharge. 

tIncludes charges to Railway Tax Accruals in the total amount of 
$7,472,877 itemized as follows: $3,150,244 for taxes under the require- 
ments of the Social Security Act of 1935, and $4,322,633 under the re- 
quirements of an act approved August 29, 1935, levying an excise tax 
upon carriers and an income tax upon their employes, and for other pur- 
poses. (Public No. 400, 74th Congress). 

§Includes charges to Railway Tax Accruals in the amount of $1,- 


402,021 for taxes under the requirements of the Social Security Act of 
1935. : 


Preliminary reports from 91 class I railroads, representing 
81.4 per cent of total operating revenues, received and made 
public by the Association of American Railroads, show that 
those railroads, in February, 1937, had estimated operating 
revenues amounting to $259,228,638 compared with $244,509,004 
in the same month of 1936 and $341,232,821 in the same month 
in 1930. Operating revenues of those roads in February, 1937, 
were six per cent above those for February, 1936, but 24 per 


— below February, 1930, according to the association, which 
adds: 


Freight revenues of the 91 Class I railroads amounted to $212,834,- 
839 in February, 1937, compared with $199,663,891 in February, 1936, 
and $263,602,980 in February, 1930. Freight revenues in February, 1937, 
were 6.6 per cent above the same month of 1936, but 19.3 per cent be- 
low the same month in 1930. 

Passenger revenues, according to these preliminary reports from 
91 Class I railroads, totaled $26,252,397 in February, 1937, compared 
with $25,776,813 in February, 1936, and $49,138,736 in February, 1930. 
For the month of February, 1937, they were 1.8 per cent above the 
same month of 1936, but 46.6 per cent below the same month in 1930. 


Eastern District 


Thirty-six Class I railroads, representing 91.3 per cent of total op- 
erating revenues in the Eastern District, had estimated operating rev- 
enues of $150,068,683 in February, 1937, compared with $146,841,278 in 
February, 1936, and $195,790,572 in February, 1930. Operating revenues 
of the 36 Class I railroads in the Eastern District in February, 1937, 
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were 2.2 per cent above the same month of 1936, but 23.4 per cent beloy 
February, 1930. 

Freight revenues of those railroads in February, 1937, amounted tp 
$122,579,036 compared with $118,995,379 in February, 1936, and $149. 
627,691 in February, 1930. Freight revenues of those railroads in Fe, 
ruary, 1937, were three per cent above the same month in 1936, but 1g) 
per cent below the same period in 1930. 

Passenger revenues of those roads in February, 1937, totaled $16. 
365,350 compared with $17,081,379 in February, 1936, and $30,030,448 jp 
February, 1930. Passenger revenues in February, 1937, showed a de 
crease of 4.2 per cent compared with February, 1936, and a decrease 
of 45.5 per cent compared with February, 1930. 


Southern District 


Twenty Class I railroads, representing 63.6 per cent of total oper. 
ating revenues in the Southern District, had estimated operating rey. 
enues of $27,786,847 in February, 1937, compared with $25,228,993 jp 
February, 1936, and $35,914,507 in February, 1930. Operating revenue; 
of the 20 Class I railroads in the Southern District in February, 1937, 
were 10.1 per cent above the same month of 1936, but 22.6 per cent be 
low February, 1930. 

Freight revenues of those railroads in February, 1937, amounted to 
$23,017,907 compared with $20,716,997 in February, 1936, and $27,995. 
374 in February, 1930. Freight revenues of those railroads, in February, 
1937, were 11.1 per cent above the some month in 1936, but 17.8 per 
cent below the same month in 1930. 

Passenger revenues of those roads in February, 1937, totaled $2- 
738,324 compared with $2,547,156 in February, 1936, and $5,146,360 in 
February, 1930, being 7.5 per cent above February, 1936, but 46.8 per 
cent below February, 1930. 


Western District 


Thirty-five Class I railroads, representing 72.5 per cent of total op- 
erating revenues in the Western District, had estimated operating rey- 
enues of $81,373,108 in February, 1937, compared with $72,438,733 in 
February, 1936, and $109,527,742 in February, 1930. Operating revenues 
of the 35 Class I railroads in the Western District in February, 1937, 
were an increase of 12.3 per cent compared with the same month of 
1936, but a reduction of 25.7 per cent compared with February, 1930. 

Freight revenues of those railroads in February, 1937, amounted to 
$67,237,896 compared with $59,951,515 in February, 1936, and $85, 
989,915 in February, 1930. Freight revenues of those railroads in Feb- 
ruary, 1937, were 12.2 per cent above the same month in 1936, but 218 
per cent below the same month in 1930. 

Passenger revenues of those roads in February, 1937, totaled $7, 
148,723 compared with $6,148,278 in February, 1936, and $13,961,928 in 
February, 1930. Passenger revenues in February, 1937, were 16.3 per 
cent above those for February, 1936, but 48.8 per cent below February, 
1930, 

REVENUE ESTIMATE—MONTH OF FEBRUARY, 1937 


Railways of Class | 


East. Dist. Southern Western 
Incl. Poco. Region District U.S. 
Number roads operat- 

DE cnichin katie aii we 36 out of56 20outof28 B35 outof55 91 out of 139 

Per cent completey .. 91.3 63.6 72.5 81.4 
Freight Revenue: 
Feb., 1937, Est. ....$122,579,036 $23,017,907 $ 67,237,896 $212,834,839 
Feb., 1936, actual ... 118,995,379 20,716,997 59,951,515 199,663,891 
Feb., 1930 actual .... 149,627,691 27,985,374 85,989,915 263,602,980 
Per cent increase or decrease 

1937 over 1936 .... 3.0 11.1 12.2 6.6 

1937 over 1930 .... 18.1* 17.8* 21.8* 19.3* 

Passenger Revenue: 
Feb., 1937, Est. ....$ 16,365,350 $ 2,738,324 $ 17,148,723 $ 26,252,397 
Feb., 1936, actual ... 17,081,379 2,547,156 6,148,278 25,776,813 
Feb., 1930, actual ... 30,030,448 5,146,360 13,961,928 49,138,736 
Per cent increase or decrease 

1937 over 1936 .... 4,.2* 7135 16.3 18 

1937 over 1930 .... 45.5* 46.8* 48.8* 46.6* 
Total Operating Revenues: 

Feb., 1937, Est. ....$150,068,683 $27,786,847 $ 81,373,108 $259,228,638 
Feb., 1936, actual ... 146,841,278 25,228,993 72,438,733 244,509,004 
Feb., 1930, actual ... 195,790,572 35,914,507 109,527,742 341,232,821 

Per cent increase or decrease 
1937 over 1936 .... 2.2 10.1 12.3 6.0 
23.4* 22.6* 25.7* 24.0° 


1937 over 1930 


*Decrease. 

+‘‘Per cent Complete’ based on ratio of the 1936 total operating 
revenues reported above to corresponding total operating revenues for 
all roads reported last year. 


LABOR ON THE PENNSYLVANIA 


Maintenance of way employes of the Pennsylvania have 
decided to affiliate with the Brotherhood of Maintenance 0 
Way Employes, according to information received in. Washing- 
ton. This brotherhood is affiliated with the American Federa- 
tion of Labor. 





TRACK AND BRIDGE BILL 


Representative Mapes, of Michigan, has introduced H. x 
5682, requiring railroads to maintain tracks, bridges, roadbe 
and permanent structures in safe and suitable condition. 
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TRANSPORT LABOR STANDARDS 


Commissioner Eastman, as former Federal Coordinator of 
Transportation, has made public a report on “Comparative 
Labor Standards in Transportation,” prepared by the section 
of research and section of labor relations of the Coordinator's 
staff and the last of a series of labor studies made under his 
direction when he held the office of Coordinator. 

The effort is made in the report, as far as possible, to com- 
pare wages and other labor standards in the transport in- 
dustries. 

In his foreword Mr. Eastman said a contention of the rail- 
roads when the emergency railroad transportation act was 
passed in 1933 was that they were handicapped in competition 
because labor standards were higher in the railroad industry 
than in the other forms of transportation and that it was often 
alleged also that some companies, in certain of these other 
pranches of transportation, were similarly handicapped in com- 
petition because of the lower labor standards maintained by 
other companies. It seemed to him desirable to find out the 
facts in regard to these matters, said he, so far as they were 
capable of ascertainment with the limited funds which the 
Coordinator could make available for the purposes of such an 
inquiry. After refering to reports heretofore issued with respect 
to air, water and highway transport, Mr. Eastman said this final 
report on the subject endeavored to bring together the more 
essential facts developed in the underlying reports, supplement- 
ing them with facts in regard to pipe line and railroad trans- 
portation, and to make such comparisons of labor standards in 
the various branches of the transportation industry as could 
fairly be made on the data available. Continuing, he said: 


When these studies were commenced, none of us who were con- 
cerned with the matter realized, I think, how large and difficult a 
task had been undertaken, particularly in view of the limited facilities 
at our command. Facts in regard to hours, wages, and working con- 
ditions in the railroad industry were available to a considerable extent, 
but this was by no means true of the other forms of transportation. 
An immense amount of research was necessary, and while much in- 
formation was obtained by questionnaires and like means, extensive 
field studies proved unavoidable in many instances. In the latter work 
we were fortunate in having the help of the Department of Labor. 

While it cannot be claimed that these studies have exhausted this 
field of investigation, and there are various gaps or deficiencies in 
the data presented, they have added immeasurably to the fund of 
knowledge on the subjects which they cover. Moreover, I know that 
they have been prepared in a truly scientific spirit, with the utmost 
care, and with a keen desire to be not only thorough but impartial 
and fair. They will, I am confident, be of great value both to the 
employes concerned and to the carriers and the general public, by 
indicating conditions which need to be corrected and pointing the 
way to their correction. 

These laudatory comments on the reports I feel that I can make 
without any sacrifice of modesty, because my own part in them has 
been so small as to be negligible. The man primarily responsible 
for this particular series of reports is Dr. Charles S. Morgan, the 
director of the Coordinator's section of research, but he worked in 
collaboration with Mr. Otto S. Beyer, director of the Coordinator’s 
section of labor relations, under whose direction the special railroad 
studies were made. These men organized and directed the necessary 
investigations and the former, with Dr. Edwin M. Fitch, Mr. Beyer’s 
chief assistant on these studies, did a large part of the actual writing 
of the reports, although they had valuable help from other men, all 
of whom have been named by Dr. Morgan in his letters of transmis- 
sion to me with merited appreciation of their work. 


Persons in Transportation 


In his letter of transmittal Dr. Morgan said that, in 1934, 
approximately 1,775,500 persons on the average earned their 
livelihood in the transportation field, not including persons en- 
gaged in purely urban operations, persons in the employ of 
private motor carriers, owner-operators in the truck field (esti- 
mated to have numbered 121,500), persons engaged in various 
ancillary operations or employes of natural gas pipe lines. Of 
these workers, 60.1 per cent were employed by steam railroads, 
16.5 per cent by carriers by water (domestic and foreign opera- 
tions), 15.4 per cent by inter-city motor-truck operators, 2 per 
cent by inter-city motor-bus operators, 2 per cent by express 
companies, 1.5 per cent by pipe lines (petroleum and petroleum 
products), 1.1 per cent by electric railways subject to the inter- 
state commerce act, 1.1 per cent by the Pullman Company and 
0.3 per cent by scheduled air transport operators. 

Pointing out marked differences in the various fields of 
transportation, and the difficulty of making direct comparisons 
of compensation, Dr. Morgan said, in part: 


_ The several transportation agencies themselves differ substantially 
Mm age or degree of maturity, in size of operations, and in the extent 
to which they are regulated. The fact, for example, that the rail- 
roads are an old form of transportation, typically conducted on a 
large scale, and subject to broad regulation and to definite procedures 
for the conduct of labor relations, and that motor transportation, on 
the other hand, is new, conducted for the most part on a small scale, 
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and, taken as a whole, is incompletely regulated and subject to only 
partially developed machinery for the handling of labor matters, throws 
much light on comparative labor standards. 

Differences in the percentage of operating expenses represented by 
direct labor costs are also significant. In the case of railroads the 
ratio is over 60 per cent, while it falls between 32 and 38 per cent in 
the case of most other forms of transportation. The explanation of this 
substantial difference is to be found in large part in the fact that the 
railroads have rights of way to maintain, an operation which requires 
a large force of common laborers. With pipe lines, right-of-way 
maintenance expense is comparatively small. Other forms of trans- 
portation use public facilities, the expense of which, so far as it is 
borne by the carriers, is designated as a tax charge or operating ex- 
pense in the accounts. 

Certain conclusions stand out fairly clearly with respect to hours 
of work. Pipe lines now observe for most workers a 36-hour week, 
by far the shortest work-week generally observed by a single branch 
of transportation. Other forms of transportation have’ short-hour 
groups, but in each case special factors enter in which tend to lessen 
the significance of these cases in a consideration of comparative labor 
standards. On the other hand, excepting pipe lines, each form of 
transportation has groups of workers whose hours exceed those which 
have come to be regarded as ‘‘standard’’ in many branches of industry 
—8 per day and 48 per week.? In the case of railroads, from 10 to 12 
per cent of all workers (omitting executives) regularly work over 
48 hours per week, though only 3 per cent are scheduled for more 
than 56 and 1 per cent for more than 72 hours. In the field of water 
transportation, voluntary action of employers, legislation and union 
activities have produced a shortening of hours in recent years, but 
substantially all vessel personnel puts in more than a 48-hour week. 
Deck and engine room personnel in the offshore and Great Lakes 
trades are scheduled for a 56-hour week and are subject to overtime, 
and stewards’ department personnel work in many instances on a 12- 
hour schedule, also with overtime in some instances. The 12-hour day 
prevails in many river, bay and sound line-haul operations. 

In July, 1933, 44 per cent of the ground personnel of airlines 
worked 50 hours or more, but less than 1 per cent, 60 hours and over. 
Somewhat shorter hours are observed today. 


Motor Transportation 


For the same month a field survey indicated the following with 
respect to the actual hours worked in motor transportation: 
Per cent working 


52 hours 60 hours 72 hours 
and over and over and over 
Regular intercity drivers— 
NE os aaa ts tui a ad e.coe aie oe oe 48 23 5 
Fo a ah cae were aoe ie ei ee 53 31 7 
Maintenance forces— 
ES. wa awe ahiubew kaleadeseue ue 63 27 3 
MEG a inca wattteu nae Wae'ew aa 55 31 5 
Station and office— 
BT Cc darkciv aoc ks a6 wanwie wannde 44 22 2 
IN lat asad ae as 4 ok oo Oe we 39 22 2 
All employes— 
NE aie nua 356 Sti dhethed ea Sie aac 52 24 4 
oo). ie See 27 5 


While conditions in bus and truck transportation have improved, 
as indicated by appreciably lower average hours in most cases in 
October, 1935, when a second field survey was made, it is to be noted 
that the data cited above relate for the most part to better than aver- 
age conditions. Particularly is such the case with respect to motor- 
truck transportation, where practices which involve extremely long 
hours are not uncommon. 

The foregoing evidence indicates that there are substantial differ- 
ences in the extent of long hours in the several forms of transportation. 
It also indicates that standardization of hours within the occupations 
of a single industry has been carried furthest in rail and pipe line 
transportation, but that it is also quite general in water transportation. 
However, differences in hours worked within an individual establish- 
ment or in one branch of transportation compared with another do not 
always measure competitive difficulties to the same degree as do differ- 
ences in hourly earnings. Long hours paid for at what competitors 
would regard as reasonable hourly rates are not in themselves a handi- 
cap to competitors, except as they enable faster or more flexible service. 
This influence is largely confined to motor and air transportation, as 
delivery time by vessel, rail or pipe line ordinarily would not be 
affected by a change in individual employes’ hours. In air transporta- 
tion the requirements of safety dictate relatively short periods of con- 
tinuous duty. Where, however, transportation is conducted on a long- 
hours’ basis and a change would eliminate the carriers observing such 
hours from business, a kind of competition is present which other car- 
riers find it difficult to meet. Conditions of this kind are most apparent 


in parts of the trucking industry and in certain sections of water trans- 
portation. The requirements of public safety and of employe welfare 
are, of course, other important considerations in connection with the 


hours worked in transportation. 


1Thus, in the case of air transport flight personnel, the extreme 
requirements of safety represent such a factor; in the case of long- 
shoremen and freight handlers, irregularity of employment; and in 
the case of certain train and enginemen, operating rules of long stand- 
ing which have produced in some instances shorter hours as the result 


of increased train speeds. 


2 Use of these division points does not signify that these hours are 
necessarily desirable in transportation, whether they are viewed from 
a safety or some other standpoint. In instances in which the 48-hour 
division point could not be used in presenting the data available, the 


division point nearest thereto was used. 
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However, long hours which are not accompanied by a proportionate 
increase in earnings are a direct competitive factor which finds expres- 
sion, along with other wage determining forces, in low hourly earnings. 
Many cases of this kind are found in transportation. 


Rates of Pay and Earnings 


The report deals with the transportation labor force, hours 
of work, rates of pay and earnings, employe security and labor 
relations. Excerpts from it with respect to wages follow: 


The data set out in the preceding chapter (IV) suggest a variety 
of direct comparisons of wage standards in the different branches of 
transportation. Some of these comparisons would, however, clearly be 
inappropriate; others would be reasonable only if allowances can be 
made for definable differences in the duties or skills associated with 
given or related types of work in two or more branches of transporta- 
tion; still others can be made which will lead to fairly conclusive 
results. A few illustrations will clarify these statements. 

Frequently, the average earnings of all employes of one branch of 
transportation are set alongside those of all employes of another and 
conclusions are drawn respecting relative wage standards. 

The average hourly earnings of railroad employes in October, 1935, 
were 64.3 cents;* of employes of inter-city bus operators included in 
that month's field survey, 58.2 cents, and in that month's railroad bus 
reports, 65.5 cents; and of employes of inter-city truck operators, about 
53 cents in the two sets of reports. For pipe line employes the average 
was 77.4 cents in August, 1934, the latest data for which detailed infor- 
mation is available, but two known increases in rates of 5 per cent each 
have raised this average to about 85 cents.‘ For airlines the average 
was $1.07 in July, 1933, and is greater at the present time. 


One might at first glance draw the conclusion that air transporta- 
tion has the highest wage standards and that it is followed in order 
by pipe line, rail, bus and truck transportation. Where the differences 
between two branches of transportation are large, conclusions may be 
draw from such averages without doing violence to accurate methods 
of analysis, provided occupational contrasts are not too great. Airlines 
appear to head the list by reason of the high hourly rates of pilots, 
but these employes constitute only 10 per cent of the labor force. An 
inspection of individual occupations indicates that general wage stand- 
ards in the pipe line industry are appreciably above those of air trans- 
portation. The high hourly earnings which prevail in pipe line trans- 
portation are coupled with a short work week, with the result that 
weekly earnings are not far different from those found in several other 
branches of transportation. 


Generally, however, more definite and specific allowances must be 
made for differences in the grades of work or in the proportions in 
which a given grade of work is required in the several fields of trans- 
portation. An industry whose high average hourly earnings are ex- 
plained by its requiring a large proportion of skilled or highly skilled 
employes is not necessarily observing better standards than one with 
a lower average, where this average represents the compensation of a 
preponderantly lower grade of work. As has been noted, the high 
hourly earnings of airline pilots do not necessarily establish that indus- 
try as one which observes high standards; on the other hand, the rela- 
tively low average hourly earnings of railroad employes as a group 
afford no adequate picture of the general wage standards observed by 
the railroads. In particular, the necessity these carriers are under of 
maintaining their own rights of way calls for the employment of very 
large numbers of relatively unskilled and low paid employes. The com- 
pensation such employes receive appreciably reduces the averages for 
the railroad industry. 


Misleading Comparisons 


These remarks suffice to indicate that comparisons based on over-all 
averages are generally misleading and that, even where they might be 
convincing, they do not permit of determining the size of the gap 
which separates one industry from another. Generally, comparisons 
require pains-taking analysis of individual occupations, a task which 
in turn requires that standards of skill, responsibility, etc., be developed 
to serve as means of placing given occupations at a high, low or other 
point in the labor scale. A weighting process would thus become pos- 
sible and a basis laid for generalizations. This field of scientific inves- 
tigation is, however, practically an untried one and it is difficult to 
predict how successful an excursion into it would be. Apparently, even 
approximations would be difficult and highly accurate results impossible. 

A more common type of comparison is one that is based on indi- 
vidual occupations in different industries. Not infrequently the hourly 
earnings of bus and truck drivers are compared with those of railroad 
enginemen. Consideration may be given to how valid this type of com- 
parison is. 


Regular inter-city bus drivers averaged 65 cents an hour according 
to the October, 1935, field survey, and 77 cents an hour according to 
that month’s railroad bus reports. Truck drivers averaged about 57 
cents in the two sets of reports.> Road passenger engineers and motor- 
men, on the other hand, averaged $1.84 per hour and road freight 
engineers and motormen in through services, $1.39. Local and way 
freight engineers received $1.15 on the average and yard engineers and 


3’ Average straight-time earnings for employes paid on hourly basis; 
including employes paid on daily (mainly executives, professional men, 
and foremen, but consisting about one-fifth of crossing gatemen, mes- 
senger boys, etc.), 67.6 cents. 

*Here and elsewhere in this chapter reference is to the practices 
of the large pipe line companies rather than to a number of small 
operators who, according to the information available, observe some- 
what lower standards. 

5 This figure represents better than average conditions, as is pointed 
out presently. 
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motormen, 98 cents. Conductors receive slightly lower average earnings 
and firemen and brakemen considerably lower ones.* 

It would be very easy to draw the conclusion that a marked differ. 
ence in standards exists here. Clearly, no such conclusion necessarily 
follows. For example, there are differences in skill to be reckoned with: 
the locomotive engineer or train conductor will have advanced but a 
short way toward attaining the knowledge and aptitudes required jp 
his calling during the short period necessary to become a well qualified 
truck or bus driver. Furthermore, there is a severe process of selection 
in the case of the railroad engineer or conductor, no counterpart of 
which is to be found in motor transportation. Responsibility, therefore, 
differs. The period of maximum earning power is reached at a rather 
mature age in the railroad industry but continues to an advanced age, 
The truck driver attains his maximum earning power at an early age 
but insufficient experience has yet been gained to enable one to state 
how long he can follow this occupation. Apparently, however, the driy- 
ing of commercial vehicles is a younger man’s job. The advantage here 
appears to be with the railroad worker. A comparison of occupational 
hazards in the two callings is also impossible with the data at hand, 
though it is clear that both occupations involve more than ordinary 
risks. Ultimately, the factor of what the railroad train- or engineman 
and the driver accomplish in a day’s work also becomes involved, but 
this question presents so many angles that a definitive analysis is welj- 
nigh impossible.* Operators of busses and trucks know what they can 
afford to pay, but what this amount may be is for the most part the 
product of existing competition within the industry and with rail and 
water transportation. Judgments of this kind, though essential, do not 
provide the kind of answer required here. 


Rail Engineers and Motors 


The indication that a direct comparison of a $1.84 rate with a 65 
or 57-cent one is misleading does not, however, signify that no conclu- 
sions can be drawn respecting past and present wage levels of rail engi- 
neers and commercial drivers on the highways. In contract with the 
marked uniformity of hourly earnings which characterizes given rail- 
road occupations, the average hourly earnings of drivers used in the 
preceding discussion reflect a wide range of individual earnings and 
also better than average conditions, notably in the case of truck trans- 
portation. Lower rates for like kinds of work prevail in a considerable 
sedgment of the trucking industry. Some of these rates are extremely 
low. Competition of this kind has unsettled the trucking industry. So 
far as comparisons are made with such rates, they are not objection- 
able but, on the contrary, carry much conviction respecting the exist- 
ence of harmful competitive conditions. It also is to be noted that the 
rates of drivers in the employ of ‘‘standard’’ operators are being pushed 
to higher levels by the efforts of organized employes. This trend could 
be interpreted as signifying that wage standards have been and fre- 
quently are low. A recent agreement calls for rates as high as $1.26 
per hour, straight time, on ‘“‘express’’ runs between Philadelphia and 
New York.* This rate lies about midway between the hourly earnings 
of through and of local and way freight engineers and is considerably 
above the average hourly earnings of yard engineers. While this rate 
and others which exceed 90 cents are exceptional and cover a small 
number of drivers, they indicate how strong an upward pull is being 
exerted on drivers’ wages and suggest that conclusions drawn from 
existing wages may require considerable revision in the future. ... 


Water Workers 


The most important group of common laborers in water transporta- 
tion are freight handlers and longshoremen. While the line of distinc- 
tion between the two groups can not be clearly drawn in all instances, 
it is the more general practice to confine the term longshoring to the 
loading and unloading of vessels having hatches and deep holds, as 
contrasted with those having side ports and usually a single cargo deck. 
The latter require less difficult and less hazardous operations. Long- 
shoremen’s rates refiect conditions which are peculiar to this occupa- 
tion; they can not, therefore, enter directly into the comparisons. 
Average earnings per hour reported for freight handlers (with some 
longshoremen inseparably included, however) and laborers on the shore 
staff of water carriers in June, 1933, are given below: 


Freight Handlers Shop 


Trade and Coalers Laborers 
Dttentic BON Galt CORBTWIBE. «..o600cccsccvecceseses $0.54 $0.38 
i cL u donee neh aaw sabe 6h ea ke he bess .33 well 
ee Ss NONE i. occ one coe sevn den tewns .48 38 


In the same month, freight handlers in the employ of certain Missi- 
sippi barge line companies were reported as earning 31 cents an hour, 
wharf and warehouse laborers, 23 cents, and shop laborers, 30 cents 
per hour. For July, 1936, the Inland Waterways Corporation reported 
a range in straight-time pay of handlers from 30 to 44 cents an hour. 


® While the averages for drivers include overtime, payment for over- 
time at penalty rates was not commonly found. The averages for 
train- and enginemen do not include overtime. As has been noted, these 
employes in road service receive overtime only when their runs are 
completed at less than standard speeds. Overtime is not therefore 
extensive. 

7To mention only one type of difficulty: the engineer hauling 4 
100-car train weighing 7,000 tons is but one of a large number of work- 
ers who make this movement possible. The driver of a five-ton truck 
also has supporting workers, though these are relatively less numerous. 
How much output is assignable to the engineer and to the driver? What 
of the relative contribution of the physical equipment in the two 
instances? 

8 Bus and Truck Report, page 144. For work in excess of eight 
hours a day truck drivers receive as high as $1.77 per hour under the 
1936 New York agreement, same, page 204, 
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An arbitration award has recently increased the rates of such handlers 
in the St. Louis area to 50 cents an hour. 

The common labor force of bus companies is not large. Baggage 
attendants averaged 33.4 cents per hour in the field study of July, 1933, 
and 38.9 cents in that month’s railroad bus reports. In October, 1935, 
they were shown in both reports as earning about 40 cents an hour. 
Janitors in 1935 were earning, on the average, 28.3 cents per hour. 

Freight handlers constitute the largest common labor occupation 
among the employes of truck companies. In the field studies of July, 
1933, and October, 1935, they were reported as earning 36.2 cents and 
43.6 cents per hour, respectively, and in the two groups of railroad 
truck reports, 39.9 and 45 cents. Janitors and watchmen in October, 
1935, earned about 32 cents per hour. 

The common labor group in air transportation is relatively small. 
Janitors were reported as earning 35.8 cents in July, 1933, and other 
unskilled employes, 37.4 cents. 

Laborers in pipe line transportation received an average of 54.5 
cents per hour in July, 1934. Two subsequent increases of 5 per cent 
each bring this average to about 60 cents. 

Beyond the somewhat limited conclusion that pipe line transporta- 
tion stands at the head of the list, these data permit of only the 
generalization that the average hourly earnings of common labor on 
the whole do not differ materially from one branch of transportation 
to another. A sample more equally representative of every section of 
the country might make this conclusion stand out even more clearly. 
Frequently distributions of employes in common labor groups according 
to hourly earnings show that there are substantial proportions receiving 
relatively low earnings in all sections of transportation except pipe line. 
In the railroad industry the variation in hourly earnings of laborers 
is in marked contract to substantial nationwide uniformity among its 
highly skilled groups. 


Dr. Morgan emphasized the need for effective machinery 
to handle labor disputes in the water transportation industry. 
Recommendations as to that had been made previously in the 
report on domestic water transportation (see Traffic World, 
Oct. 3, 1936, p. 621). 


LABOR BILLS REPORTED 
The Traffic World Washington Bureau 


The Senate interstate commerce committee March 19 or- 
dered favorably reported two of organized railroad labor’s bills 
and Chairman Wheeler said the committee would consider 
others next week. The bills approved by the committee are 
S. 532, giving the Commission power to issue orders with 
respect to conditions in train dispatching offices, and S. 29, 
increasing the Commission’s power with respect to requiring 
installation of safety control systems on the railroads. 


C.G. W. EMERGENCY BOARD REPORT 


The emergency board appointed by President Roosevelt 
to investigate and report on the dispute between the trustees 
of the Chicago Great Western and railroad brotherhoods over 
nonpayment by the carrier of penalties and of “lost wages” as 
required by three decisions of the first division of the National 
Railroad Adjustment Board, aggregating approximately $40,000, 
according to the board, has made its report. The carrier was 
unwilling to pay the penalties until adjudicated by a court of 
law and the employes had, as they had said, according to the 
report, a choice between bringing suit, foregoing the penalties 
altogether, or going on strike. Continuing, the board said: 


Of course, if the employes did not press their claims and collect 
damages, it would be an open invitation to carriers violating rules to 
make no settlements at all. The rules would tend to become ineffective. 

The emergency board is in sympathy with the position of the or- 
ganizations here involved that they cannot afford to bring suit in a 
court of law. It would involve a second trial and in a court not ex- 
pert in the matters involved; the method would be time-consuming and 
costly; it would place a premium on litigation when the act was in- 
tended to reduce litigation to the unavoidable minimum; with a num- 
ber of cases litigated, perhaps diversity of rules, as interpreted, would 
result, whereas the desire has been for uniformity; litigation, once be- 
gun, might well undermine and even destroy the machinery created to 
maintain peace and further justice in this very important industry. 

While the employes have a lawful right to strike, it is a right 
which should be used very sparingly and with due regard to injury 
wrought and adequacy of cause. The men participating in a strike 
risk much; the carrier stands to lose traffic far beyond the strike 
period; most important of all, there is the injury to the public served 
and investors. A strike to enforce awards would perhaps undermine the 
established machinery quite as much as going into a law court. Car- 
riers must not lightly accept responsibility and in a real sense force 
their employes to strike. And, of course, an equal responsibility rests 
upon employes, especially when they collectively have fared not badly 
at the hands of carriers and public. After all, a strike only shows 
which contestant is the stronger at the time. The Railway Labor Act 
was designed to end strikes in the railway service by providing ma- 
chinery and procedures which would enable fair-minded carriers and 
employes to solve their problems and work in peace. 

As has been observed, this matter has been in the bankruptcy 
court, and the court issued an order which had tied the hands of the 
trustees in making any settlement involving the payment of money. In 
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view of this and in view of sound principles in the settlement of dis- 
putes, the emergency board suggested to the parties in interest the 
following plan: 

That application be made by the employes to have vacated: the 
order signed by the district judge, which for the time being borbade 
the trustees to pay any of these claims, in order that the parties in 
interest might be placed on an equal basis, with full opportunity to 
negotiate further, unembarrassed by the handicap of the order. 

It was suggested also that when the order referred to was vacated 
a period of at least two weeks should be permitted in order that the 
parties might negotiate an adjustment. This plan has been accepted 
by the parties in interest; and on the 6th day of March, 1937, an order 
was made by the district judge vacating his prior order. Therefore, 
the plan suggested by this emergency board has been fully carried into 
effect. 

It is a pleasure to record here that this board has received the full 
and cordial cooperation of Judge Woodward, the district judge under 
whose jurisdiction these bankruptcy proceedings have been had, to 
the end that the parties might together work out a solution for the 
best interests of all concerned. 

The board is convinced that if the representatives of the parties 
in interest will now confer in good faith, with full realization of their 
responsibilities to themselves and the public and with proper appre- 
ciation of the facts that they have mutual interests and that the morale 
of the service is involved, they will not meet any insuperable obstacle 
in reaching a settlement mutually satisfactory. 

The board is happy to report that the representatives of the par- 
ties in interest have assured us that they will proceed to act in this 
spirit. 


The members of the emergency board were John P. De- 
vaney, Walter C. Clephane and Harry A. Millis. 


TRAIN DISPATCHERS’ BILL 
The Traffic World Washington Bureau 


The House committee on interstate and foreign commerce 
held a hearing March 18 on H. R. 208, a bill to promote the 
safety of employes and travelers on railroads by providing for 
the inspection and investigation by the Commission of conditions 
prevailing in train-dispatching offices and _ train-dispatching 
service, and for the promulgation of necessary rules and regu- 
lations governing the working conditions of train dispatchers. 

The bill is sponsored by the American Train Dispatchers’ 
Association and the Railway Labor Executives’ Association. 
J. G. Luhrsen, president of the dispatchers’ association, urging 
enactment of the measure in the interest of safety, said there 
was a constantly dimnishing force of train dispatchers to handle 
a great increase in train mileage. In 1920 there were 5,976 
dispatchers, said he; 5,252 in 1929; 3,252 in 1935, and 3,396 in 
November, 1936. Freight train miles, said he, increased from 
429,178,503 in 1935 to 486,645,138 in 1936, while passenger train 
miles increased from 388,656,014 in 1935 to 404,786,598 in 1936. 

The railroads are opposing the bill on the ground that it 
cannot be justified as a safety measure, offering in support of 
that contention safety records made by the railroads. C. D. 
Peckenbaugh, one of the witnesses for the railroads, developed 
testimony along that line. This measure was the subject of 
hearings before a subcommittee of the main committee as well 
as before the Senate interstate commerce committee at the 
last session of Congress. 

C. A. Miller, general counsel of the American Short Line 
Railroad Association, said if the bill were enacted and general 
standards established, one to three additional men would have 
to be employed on nearly every one of the member lines. He 
contended such increase was not required and that the bill 
was wholly unnecessary. Raising a question as to constitu- 
tionality, he said: 





If, however, the committee gives serious consideration to it, I ven- 
ture to suggest, as a lawyer, that the bill, as now drafted, fails to meet 
the tests of constitutionality which have, up to this time at least, been 
applied by the Supreme Court of the United States. I do not desire to 
get into any long argument on this point, but want merely to suggest 
that the bill fails to set up any standards for the guidance of the In- 
terstate Commerce Commission in its administration or in the deter- 
mination of what constitutes unsafe conditions. The Interstate Com- 
merce Commission is left to legislatively establish these standards, and 
then to enforce them. The Supreme Court has frequently declared it 
to be the duty of Congress to establish standards of reasonableness for 
the guidance of those administering the statutes. 


AIRPORT PROJECTS 


The appointment of A. B. McMullen of Tallahassee, Fla., 
to the post of chief of the airport, marking and mapping sec- 
tion of the Bureau of Air Commerce, has been announced by 
J. Monroe Johnson, Assistant Secretary of Commerce. Mr. 
McMullen succeeds John S. Wynne, whose resignation, which 
was announced Feb. 15, became effective March 15. 

Mr. McMullen, who has been actively engaged in different 
phases of the aviation industry for the last 19 years, comes to 
the Bureau of Air Commerce from the division of airways and 
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airports of the Works Progress Administration, where he was 
assistant director. Prior to his appointment to that post, he 
was director of the aviation division, Florida Works Progress 
Administration and director of the aviation division, Florida 
Emergency Relief Administration. He also was director of 
aviation for the state of Florida. 

The airport section of the Bureau of Air Commerce, as now 
constituted, was organized in December, 1933, to cooperate and 
furnish technical advice and assistance to the airport construc- 
tion and improvement program then launched by the govern- 
ment. The section has reviewed and approved airport projects 
at 950 different locations, which involved an expenditure of 
about $60,000,000. 





AIR CARRIER REGULATION 


Hearings on the McCarran air carrier regulation bill have 
been adjourned for probably two weeks by the Truman sub- 
committee of the Senate interstate commerce committee. 





AIRCRAFT RADIO COMPASS 


The International Telephone & Telegraph Co. has installed 
at the Bureau of Air Commerce in the Department of Com- 
merce a model of a new type of direct reading aircraft compass, 
developed by Le Material Telephonique of Paris, an affiliated 
company. It is said to be in use by a number of European 
governments and air transport companies. The pilot, it is said. 
can tune in on any station to which the compass points when 
the station has been picked up, much as a radio is tuned in a 
home. It is asserted the pilot can find his position by triangu- 
lation on two or more stations or beacons exactly as a marine 
navigator locates the position of his ship at sea. 


SAFETY IN THE AIR 


A second report of the Senate commerce committee on 
safety in the air, the first having been made June 20 last year, 
was submitted to the Senate this week by Chairman Copeland. 
Various recommendations with respect to air transport are made 
by the committee. 


The committee recommends revival of the office of Assistant 
Secretary of Commerce for Air in the Department of Commerce 
and changes in administration there of the air commerce act. 

An appropriation of $12,414,000 should be made available 
immediately for proven aids to air lines, says the committee. 

Reduction in air mail postage is favored by the committee 
as a means of further developing air transportation and speed- 
ing up the mails. 

The committee recommends that $1,500,000 be made avail- 
able for development of powerful aircraft engines and that 
$631,000 be allotted to the National Advisory Committee for 
Aeronautics for fundamental research. 

Repeal of the salary limitation of $17,500 on officers and 
employes of air mail carriers also is recommended. 

“While good men may now be serving the air lines because 
of their love for aeronautics,” said the committee, “or as a 
patriotic duty, we cannot depend upon charity for the successful 
and safe operation of air transportation. Ultimately, air-mail 
carrier officers and employes will be either those who cannot 
obtain more profitable employment elsewhere, or those who are 
not worthy of better-paid positions.” 

Discussing the question of regulation, the committee said: 


Because of the lack of proper legislation, the domestic air-transport 
industry has not had the benefit of properly coordinated federal regu- 
lation. With the air-mail law undergoing fundamental revision every 
second or third year, and with the suggestion of a periodic reawarding 
of air-mail contracts by a completely new process of competitive bid- 
ding, periodically raising its head, no operator can plan either confi- 
dently or intelligently. There is need for an official body which can 
keep in close touch with the air-transportation situation, watch develop- 
ments, study the larger problems, foresee dangers which are impending, 
promote the cause of coordination, and advise both the President and 
the Congress in regard to air-transportation policies. We agree with 
that portion of the report (Rept. No. 1329, 74th Cong., 1st sess.) of the 
Truman committee to the Senate wherein was said concerning air 
carriers: 

“The ultimate objective of the entire program is a system of co- 
ordinated transportation for the nation . . . with earnings which will 
support adequate credit, and the ability to expand as need develops and 
to take advantage of all improvements in the art. All parts of such a 
system of transportation should be in the hands of reliable and respon- 
sible operators . . . free from unjust discrimination.”’ 

Should it seem wise to turn over to the Interstate Commerce Com- 
mission certain functions, there should be left to the Department of 
Commerce the responsibility for safety. With the safety division of 
the Interstate Commerce Commission there might be placed the respon- 
sibility for a decision as to the cause of an air-line accident when an 
appeal is requested from the decision of the Department of Commerce. 
Such matters in the case of non-scheduled and private flying should 
remain in the Department of Commerce. 
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One witness suggested that the law should contain detailed specig. 
eations for safety in the air. We cannot agree. The art of aeronautics 
is changing so speedily that nothing should be done to limit unduly 
this rapidly changing science. Consequently, in your committee's opin. 
ion, statutes pertaining to safety should neither be narrow and restri¢. 
tive nor too specific. The promotion of safety in the air demands that 
legislation be solely of a general nature, authorizing and directing the 
proper regulatory body to specify what is needed for safety, and to 
alter or amend its regulations and specifications from time to time as 
conditions change or as the science advances. 


Chairman Mead, of the House committee on post office and 
post roads, has introduced H. R. 5588, a bill further to ip- 
crease the efficiency and safety of air-mail transportation. 


MODEL RAILROAD DEDICATED 





R. A. Sperry driving the golden ‘‘spike’’ completing the Milwaukee 
Union Terminal Railway, the elaborate model railway system of the 
Model Railroad Club of Milwaukee. 


Members of the Model Railroad Club of Milwaukee and 
several hundred spectators were present the evening of March 
13 at the dedication of the Milwaukee Union Terminal Railway, 
one of the most elaborate model railway systems in the coun- 
try, at Milwaukee, Wis. R. A. Sperry, chairman, Illinois Freight 
Association, Chicago, himself among the foremost railroad 
model enthusiasts, delivered the dedicatory address and drove 
the golden spike that marked the completion of a job in which 
thirty men have found spare-time occupation for more than 
six months. 

Mr. Sperry said he especially appreciated his function at 
the ceremony because, in his thirty years of railroad traffic 
experience, his abiding ambition always had been to have some- 
thing to do with the operating end. He said the completion 
of a new railroad system was reminiscent of the old days and 
that he hoped it presaged a new era for railroading. He 
chided the builders of the model railroad for having so many 
miniature trucks on the highways that formed part of the land- 
scaping. If they wanted their new railroad to prosper, he said, 
they had better adopt immediately regulations on those trucks 
as stringent as those under which they intended to operate 
their railroads. Seriously, he added, he thought the fact that 
thirty business men found railroads interesting enough to 
warrant the spending of their time and money on such a project, 
proved that the railroads still had friends and he expressed 
the opinion that the railroads, out of purely selfish motives, 
might well pay some attention to such groups. 

The model railroad is built in the abandoned National 
Avenue passenger station of the C. M. St. P. & P. In the 
building of it 2,200 feet of rail were laid on 22,000 ties held in 
place by 87,998 spikes. More than 700 pounds of plaster, 5 gal- 
lons of paint, 350 miniature trees and 100 telephone poles 
went into the landscaping. There are six control panels operat- 
ing six trains and the railroad is operated through a complete 
dispatching system. 





RIVERS AND HARBORS CONGRESS 
Frank R. Reid, president of the National Rivers and Har- 
bors Congress, has issued the call for the thirty-second conven- 
tion of the organization to be held April 26 and 27 at the May- 
flower Hotel, Washington, D. C. 
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March 20, 1937 


INVESTIGATION OF RAILROADS 


The Traffic World Washington Bureau 


Regulation or abolition of such “super-holding’’ companies 
as the Midamerica Corporation, which now controls the so- 
called Van Sweringen railroad empire, is suggested in a pre- 
liminary report made to the Senate by the subcommittee of 
the Senate interstate commerce committee, headed by Chair- 
man Wheeler. Further study of the matter, however, is 
desirable, in the opinion of the committee, before definite 
legislative recommendations are made. 

The report reviews testimony heretofore carried fully in 
The Traffic World showing the control exercised by the Van 
Sweringens and others involved and the “shifts” in such con- 
trol, the Midamerica acquisition of control, Sept. 30, 1935, by 
purchase of the Van Sweringen collateral for $3,121,000 when 
the loan of $39,500,000 made to the Van Sweringens by the 
Morgan syndicate was foreclosed by the bankers, and the con- 
trol of Midamerica by George A. Ball. The part of the report 
dealing with legal questions raised and proposed legislation, 
follows: 

The initial hearings conducted by the committee under Senate 
Resolutions 71 and 227 brought upon the record a transaction whereby, 
without reference of any phase of the transaction to the Interstate 
Commerce Commission, the control of a vast railroad system was pur- 
chased at an auction and returned to the hands of Messrs. M. J. and 
0. P. Van Sweringen without investment by them, and, ultimately, 
upon the death of the second brother, was shifted to Mr. George A. 
Ball, a newcomer to the railroad business. 

These facts suggest to the subcommittee the need for reconsideration 
of the existing law providing for Commission approval of the acquisi- 
tion of control of railroad companies in common interest and for 
Commission supervision of the activities of those so acquiring con- 
trol. The subcommittee is of the opinion that the matter requires 
careful, detailed study directed toward ascertaining whether the law 
as it now stands is adequate to protect the public interest, and, if not, 
precisely what changes should be made. 

The public interest is first directly involved in the problem of con- 
trol; whether it is desirable for great systems held together by thin 
equity investment to be passed from one hand to another without Com- 
mission jurisdiction. A second important problem is the desirability 
of permitting great semipublic enterprises involving the investments 
of thousands of persons and the welfare of millions, to be managed 
by individuals who have themselves no appreciable financial interest in 
the properties they control. ... 


The Alleghany Empire Prior to the Midamerica Transaction 


Prior to September 30, 1935, the Van Sweringen railroad empire 
consisted, roughly, of three groups of superimposed layers. At the 
very top was the Vaness Co., held by the Van Sweringens personally, 
Vaness Co., in turn, held the controlling interest in Alleghany Cor- 
poration at times directly and at times indirectly, through General 
Securities Corporation, Van Sweringen Corporation, and Cleveland Ter- 
minals Building Co. Alleghany Corporation, in turn held controlling 
blocks of the stocks of railroads, subordinate holding companies, and 
companies engaged in many varied enterprises. 

In this third layer, which itself included varying numbers of layers 
of corporations, were the productive parts of the empire, the rail- 
roads, the coal-mining and distributing businesses, the trucking and 
forwarding companies, the real-estate companies, and all the other 
properties and businesses from which it might be hoped that revenue 
would flow to feed the holding companies at the top. 


Neither the Acquisition Nor the Exercise of Control of the Alleghany 
Empire by Mr. Ball Through Midamerica Has Ever 
Been Submitted for Commission Approval 


Mr. Ball was asked (24 FV): 


“Did you ever go to the Interstate Commerce Commission and consult them with 
reference to this matter at all?’ 
Mr. Ball. No, sir. I did not think I needed to do that. 


Mr. Tomlinson apparently shared this opinion. In listing his 
directorships in his application to the I. C. C. for authorization to 
serve as director of Fort Worth Belt Railway Co., in October, 1935, 
he included Midamerica Corporation as a corporation not subject to 
the interstate commerce act (Finance Docket 8263; testimony of 
George A. Tomlinson, 38 FV). 

The fact that, through the pyramiding of holding companies, large 
aggregations of railroad properties can be acquired and dominated by 
individuals whose financial stake in them is as small in proportion to 
the value of the properties as that involved here raises a question 
somewhat different from that involved in public supervision of active 
consolidations of carriers. Control of railroads acquired for little or 
nothing without the approval of the I. C. C. and exercised without 
its supervision may be used by the irresponsible and unscrupulous as 
Well as by competent and scrupulous persons. The use of this device 
for acquiring control is not limited to beneficent entrepreneurs. 

Mr. Ball himself recognized the fact that others than he might 
readily acquire the control he in fact acquired. He testified: 

Mr. Ball. * * * It was open to anybody to bid. 

The Chairman. But there were not many people that could bid that sum of money. 

Mr. Ball. Oh, I think that is wrong. There were plenty of people around with that 
much money. 

The Chairman. You say there are plenty of people? 

Mr. Ball. I think so, in spite of the— 

The Chairman. In spite of what? 

Mr. Ball. The depression (26FV). 
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Mr. Ball also recognized the danger of incompetent or unscrupulous 
management to an investor in these enterprises. Being in a position 
to do so, he took extraordinary precautions to assure himself that the 
properties of which he acquired control would be managed by the Van 
Sweringens, whose peculiar abilities he regarded highly. With respect 
to this he said (23 FV): 


Mr. Ball. I wanted them to have control of it if my money was going to be put 
into it. 

The Chairman. You wanted them in control? 

Mr. Ball. I wanted them in the seat. 


And on 24 FV: 


Mr. Ball. I wanted the provision so I might know who my partners might be 
after the Van Sweringens if possible. 


The record brings out in sharp relief two salient general proposi- 
tions: One, that irresponsible persons can acquire control of a rail- 
road system as large as this if the system is organized in a holding 
company pyramid; the other, a corollary, that the interests not only 
of investors in such enterprises but those of employes, of ship- 
pers, of the traveling public, and of the innumerable other per- 
sons affected by the management and financing of the country’s 
railroads are subject to the danger that, by the device of holding 
company pyramids, such control once acquired may be malad- 
ministered without restraint except the self-restraint of a person 
who happens to have had some thousands of dollars and a certain 
amount of luck and ingenuity.‘ 

This freedom from effective regulation is strikingly illustrated by 
the fact that this transaction, whereby control of the Alleghany rail- 
road empire was handed back to Messrs. Van Sweringen and later 
transferred to Mr. Ball, has never been subjected to the scrutiny of 
any governmental agency, state or federal, other than this sub- 
committee. 

The Midamerica transaction squarely raises these questions: (1) 
Under existing legislation does the Interstate Commerce Commission 
have power either to pass upon an acquisition of this nature or to 
exercise effective supervision of the use of the control so acquired to 
the extent necessary to protect the public interest; (2) is it necessary 
or desirable for the Commission to have such power; and (3) if neces- 
sary or desirable, what form should such power take, what should 
its scope be, and how should it be administered. 


The Application of Existing Legislation to the Midamerica Transaction 


The language of the sections of the interstate commerce act pos- 
sibly capable of applying to Midamerica Corporation is so ambigu- 
ous with respect to the question whether Congress intended the 
act to apply to companies such as Midamerica as to make the statu- 
tory basis for regulation of such companies at best of doubtful 
adequacy. 

Section 5 (4) (a) of the intertsate commerce act provides, in per- 
tinent part, as follows: 


It shall be lawful, with the approval and authorization of the Commission, as pro- 
vided in subdivision (b) * * * for a corporation which is not a carrier to acquire 
control of two or more carriers through ownership of their stock; or for a corporation 
which is not a carrier and which has control of one or more carriers to acquire control 
of another carrier through ownership of its stock. 


Section 5 (4) (b) provides procedure to be followed in the admin- 
istration of section 5 (4) (a). 

Section 5 (5) provides that noncarrier corporations whose control 
of a carrier has been approved under section 5 (4) shall be subject 
to supervision of the Commission, pursuant to subsequent sections of 
the act, with respect to reports and accounts and with respect to the 
issuance of securities and assumptions of liability. 

Section 5 (6) provides as follows: 


It shall be unlawful for any person, except as provided in paragraph (4), to ac- 
complish or effectuate, or to participate in accomplishing or effectuating, the control 
or management in a common interest of any two or more carriers, however such result 
is attained, whether directly or indirectly, by use of common directors, officers, or stock- 
holders, a holding or investment company or companies, a voting trust or trusts, or 
in any other manner whatsoever. It shall be unlawful to continue to maintain control 
or management accomplished or effectuated after the enactment of this amendatory 
paragraph and in violation of its provisions. As used in this paragraph and paragraph 
(7), the words ‘‘control or management”’ shall be construed to include the power to 
exercise control or management. 

Section 5 (17) provides that the term ‘‘person,’’ as used in the sec- 
tions above referred to, includes an individual, a partnership, an 
association, a joint-stock company, or a corporation. 

Other subsections of section 5 provide for authority and procedure 
whereby the Commission may determine relevant facts and take action 
designed to procure compliance with the provisions of section 5 (6). 


Present Act May Make Midamerica Acquisition Illegal and Incapable 
of Validtaion by Commission Approval 


These provisions, in their present form, are by no means a clear 
guide, either to the Interstate Commerce Commission or to persons 
interested in any such transaction as Mr. Ball’s acquisition of the 
Van Sweringen system, as to their legal obligations or duties. 

Section 5 (4), to the extent that it applies to acquisitions of control 
of carriers by noncarrier corporations, appears to be limited by its 
terms to direct control through ownership of the stock of the con- 
trolled carrier. It contains no express provision authorizing the 
Commission to either approve or disapprove any acquisition of con- 
trol of two or more carriers by a noncarrier, indirectly, through 
ownership of the stock of an intermediate holding company. 

In the absence of such a provision, the question arises whether, 
under existing law, the Commission has any authority to approve 


~ 4it is to be borne in mind, however, that if any person not satisfactory to the con- 
trolling banking interest had purchased the Alleghany stock, the precarious financial 
condition of the structure might have exposed such a purchaser to serious risks. 
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the acquisition by Mr. Ball, through Midamerica, through Alle- 
ghany Corporation, of control of the several railroads which, in fact, 
he does control through those channels. 

There is no provision in the act which expressly makes such a 
transaction lawful, whereas acquisitions of control by stock owner- 
ship are expressly declared to be lawful if the Commission approves 
them. 

There appears to be some basis, accordingly, for the contention 
that the provisions of section 5 (6), that it shall be unlawful, other- 
wise than as provided in section 5 (4), for any person ‘‘to accomplish 
or effectuate, or participate in accomplishing or effectuating the control 
or management in a common interest, of any two or more carriers,’’ if 
it applies to such transactions as Midamerica’s purchase of the Alle- 
ghany securities, would make the initial Midamerica transaction (and 
Mr. Ball’s participation in that transaction) not only illegal but in- 
capable of being validated through approval by the Interstate Com- 
merce Commission. 

This conclusion might be arrived at if the two sections are read 
as complementary sections intended to cover the entire field of acqui- 
sitions of railroad control, the one defining limited types of acquisi- 
tions which may be approved, the other providing that all acquisitions 
of control not thereby expressly made capable of approval, as well as 
those not approved, shall be unlawful. 


Present Act May Not Reach Midamerica Acquisition at All 


It would seem difficult to draw from the prohibitory language of 
section 5 (6) an affirative grant of authority to the Commission to ap- 
prove transactions other than those expressly covered by the clear lan- 
guage of section 5 (4). On the other hand, there may be considerable 
questions whether the mere acquisition of a previously established com- 
mon control of two or more carriers—the mere substitution of a new 
common interest—falls within the meaning of the expression ‘‘ac- 
complish or effectuate control in a common interest.’’ It may be ar- 
gued that if it had been intended that section 5 (6) should apply to 
acquiring, thus, unaltered, a control previously centered in a common 
corporate receptacle as well as to the initial combining of carriers pre- 
viously separately controlled, the one word ‘‘acquired,’’ used in section 
5 (4) would have expressed that thought clearly and consistently. Had 
it been used, a common basis for interpretation of the two sections as 
covering the whole field would have been established. Instead, how- 
ever, different words were used which, it may be contended, are capa- 
ble of being construed as intended to make illegal only the active com- 
bining of carriers previously separately controlled and not the acquisi- 
tion of control of several carriers already commonly controlled. 

Under such an interpretation the two sections are neither coexten- 
sive nor completely complementary. There would be some types of 
transactions which are neither declared illegal nor subjected to Com- 
mission approval. Such types could be carried through without any 
public supervision. The Midamerica transaction might be such a case. 


Present Act May Make Midamerica Acquisition Illegal Unless 
Validated by Commission Approval 


It might be contended that Congress did not intend to exempt super- 
holding companies, such as Midamerica, from Commission jurisdiction, 
since such exemption would have opened the door to wholesale escape 
from Commission jurisdiction over transfers of control of railroads 
combined prior to June 16, 1933. If the statute should be interpreted 
in the manner discussed immediately above, railroad systems might be 
transferred without Commission jurisdiction either by purchase of con- 
trolling shares of a preexisting holding company or by organization of 
new top holding companies (any number of levels further removed 
from the carriers) to take over controlling shares of intermediate hold- 
ing companies. 

If we are to assume that Congress could not have intended to per- 
mit such transactions to go unregulated, we must read sections 5 (4) 
and 5 (6) as intended to apply to transfers of the stock of intermediate 
holding companies as well as to transfers of the stock of the controlled 
carriers; in this sense the two sections must be read as completely 
complementary, one extending to the Commission the power to ap- 
prove and the other the power to prohibit transactions of either type. 

Such an interpretation involves extending the scope of section 5 (4) 
beyond its terms by implications drawn from section 5 (6), and in- 
volves also treating the words ‘‘acquire control’ in section 5 (4) as 
synonymous with the expression ‘‘accomplish or effectuate control * * * 
in a common interest’’ used in 5 (6), both, in substance, to mean ‘‘ac- 
quire control.”’ 

It is by no means impossible that the courts might adopt this third 
view and hold that mere transfers of control of railroad systems assem- 
bled as complete systems prior to June 16, 1933, are illegal, whether ac- 
complished by transfer of the stock of fhe carriers themselves or by 
transfer of the stock of intermediate holding companies, unless such 
transfers are approved by the Commission. 

On the other hand, however, Congress simply may have failed to 
anticipate these methods of trading in railroad systems and failed to 
provide for their regulation. 


The Legislative History Does Not Disclose Clearly the Congressional 
Intention 


In view of the ambiguity of the language used and the difficulties 
involved in any effort to determine from the language alone what 
Congress intended with respect to such transactions, it is appropriate 
to consider the history of the legislation as an aid to determining the 
meaning of the language used. 

The provisions, were inserted in the statute in 1933 as a part of 
ee Transportation Act. They amended section 5 as enacted 
n , 

In brief summary, the Transportation Act of 1920 had provided for 
Commission supervision of certain methods of bringing railroad prop- 
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erties or operations under common control. The methods of effecting 
these combinations contemplated by the draftsmen of the 1920 legis. 
lation did not include noncarrier holding companies. 

As it turned out, the combination of separately controlled roads 
through the use of noncarrier holding companies provided, during the 
1920's, an effective method, much used, for achieving without Inter. 
state Commerce Commission supervision, the results which the act had 
sought to subject to such supervision. The government’s power to re 
strain aggregation of control by means of the holding-company device 
was limited, under the 1920 legislation, to combinations which violated 
the Clayton Antitrust Act. Consequently, any combination of carriers, 
inimical to the public interest for any reason other than the fact that 
it would have the effect of restraining competition, could be carrie 
out freely without fear of effective intervention by the government if 
it were accomplished through a noncarrier holding company. 

To meet this situation, the sections described above were enacted, 
The statements made by proponents of the legislation before the con- 
gressional committees and in congressional debates tend to indicate that 
the sole purpose of the amendatory provisions which now comprise 
sections 5 (4) and 5 (6) was to give the Interstate Commerce Commis- 
sion power to regulate the practice of actively bringing separately con- 
trolled railroad properties under common control through the use of 
noncarrier holding companies. 

There is, however, some indication in the legislative history that it 
may have been intended to do more. Especially noteworthy is the com- 
prehensive recommendation in the message from President Roosevelt, 
following which the legislation was enacted. The President’s message, 
dated May 4, 1933, recommended in part: 


Railway holding companies should be placed definitely under the regulation and 
control of the Interstate Commerce Commission in like manner as the railways themselves, 


Practical Difficulties of Applying the Statute to Midamerica 


If either the first or the third interpretation suggested above should 
be adopted by administrative officials and confirmed by the courts, the 
Midamerica acquisition would be either intrinsically and incorrigibly 
illegal or would be illegal because Commission approval was not had, 

If, however, the second interpretation should be adopted, any effort 
to apply the statute to the Midamerica transaction would require some 
such tenuous reasoning as the following to establish that the control 
of the Alleghany system ‘‘in a common interest’’ had been ‘‘accom- 
plished or effectuated’’ after the enactment of sections 5 (4) and 5 (6) 
in 1933. 

Although control of these companies was held in a common interest, 
namely, Alleghany Corporation prior to September, 1931, the control 
exercised by Guaranty Trust Co. from September, 1931, until February, 
1936, might be considered to have been not ‘‘in a common interest’ be- 
cause that control was exercised by Guaranty Trust Co. for the benefit 
of three distinct classes of bondholders of Alleghany Corporation, each 
class having distinct membership and distinct rights separately con- 
stituted under three separate indentures. 

Consequently, under this argument Guaranty Trust Co.'s capacity 
as trustee for each class of bondholders would be considered separate 
and distinct, and the fact that one trust company happened to be 
trustee under all three bond issues would be treated as merely acci- 
dental. 

Further pursuing this line of argument: On February, 1936, after 
the enactment of the amendatory legislation, the control previously ex- 
ercised by Guaranty Trust Co. for these three different interests again 
became concentrated in Alleghany Corporation. This reconcentration 
of control in Alleghany might be construed to constitute the ‘‘accom- 
plishment or effectuation of control’’ of this system, previously held 
and exercised for different interests, in a new ‘‘common interest.” 

This argument would utilize certain recognized fictions of corpora- 
tion law as a means of avoiding the reality that the three classes of 
bondholders whose control was exercised through Guaranty Trust Co. 
for their several interests are the same classes of bondholders in whose 
joint interest Alleghany Corporation would exercise the control. 

Other instances of unregulated changes in technical control exist 
in the history of this system. They might be seized upon in an effort 
to bring the statute into operation although the real control remained 
throughout all these changes in the hands of the Van Sweringens. On 
the other hand, when the substantial control shifted in 1936 to Mr. Ball, 
the Commission finds itself confronted with a technical continuity of 
control in the corporate entity Midamerica Corporation. 

The committee is of the opinion that a statute, the practical appli- 
cation of which to a transaction of the magnitude of that reviewed in 
this report presents as many varying possible meanings and involves 
such elaborate and tenuous reasoning as this one does, is not an ade- 
quate basis for effective regulation of a new, powerful device for trad- 
ing in and exercising control over large railroad systems. 


Conclusions 


The committee believes that Congress should revise section 5 of the 
interstate commerce act, in order to make unnecessary fine-spun 
argument concerning its meaning and should state a clearly defined 
policy with respect to the activities of super holding companies such 
as Midamerica Corporation. 

The committee believes, however, that such revision should await 
more careful study of the holding company problem; whether as the 
President recommended in 1933, it is worth trying to control this type 
of organization, as the carriers themselves are controlled, or whether 
it would be wiser to forbid them altogether, and have the railroads 
owned, operated, and managed under a simple and visible corporate 
structure. 

In any event, the committee believes the present record demon- 
strates that amendment is desirable so as to make it unequivocally 
clear that the Commission has authority to supervise the accounts and 
security transactions of holding companies which control railroads 
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indirectly as well as those which control railroads through direct 
stock ownership irrespective of whether such control existed prior to 
or was established after the 1933 amendments to section 5 of the 
interstate commerce act. 

The committee is convinced that further study of the operation of 
holding companies in the railroad field is necessary to the formulation 
of adequate legislative recommendations. 

There is evidence, also, of a disposition on the part of those who 
control vast holding companies (such as the Midamerica controlled 
Alleghany Corporation) to transfer properties from one company 
to another within the system with disregard for the interests of one 
of the companies, and of the investors in it who happen not to be 
investors in the other. The extent of these practices, their variations, 
and the extent to which they may be further facilitated as a result of 
control of the system by unsupervised holding companies requires 
careful study. They are to some extent touched upon in another 
report of this committee now in preparation. 

The committee believes that extensive study is desirable also to 
reach a firm basis for determining whether such remedy as is nec- 
essary should take the form of supervision and regulation or whether 
the privilege of utilizing holding company pyramids should be lim- 
ited or prohibited. The complexities of organization and the con- 
fusion of interests and activities which the holding company invites 
suggest the possibility that the difficulty of government supervision 
may be so great as to justify prohibition of holding companies. 
There may be a point beyond which supervision cannot be effective 
without inordinate cost, or perhaps, cannot be effective at any cost. 

These and other circumstances bearing upon the nature of appro- 
priate regulation of superholding companies such as Midamerica re- 
quire further careful detailed analysis of these complicated corporate 
structures and considered appraisal of their effect upon the national 
transportation system. 


The Senate has authorized the Senate interstate commerce 
committee to expend from the contingent fund of the Senate 
$150,000 additional in the committee’s investigation of railroads. 
The resolution was approved without debate. 


ROLLING STOCK ADDITIONS 


Class I railroads on March 1 had 42,212 new freight cars 
on order, according to the Association of American Railroads. 

This was the greatest number on order on any correspond- 
ing date since 1926 when there were 50,947. On March 1, last 
year, the railroads had 12,679 cars on order, and on the same 
day two years ago, there were 514. 

Of the new freight cars on order on March 1, this year, coal 
cars totaled 22,240; box cars (including both plain and automo- 
bile), 15,160; refrigerator cars, 3,183; flat cars, 929, and stock 
cars, 700. 

Class I railroads had 375 new steam locomotives on order 
on March 1, this year, a larger number than on any correspond- 
ing date since 1930 when there were 450. New electric and 
Diesel locomotives on order on March 1, 1937, totaled 10. 

New freight cars placed in service in the first two months 
this year numbered 6,135, the greatest number installed in any 
corresponding period since 1930. In the first two months last 
sy 1,925 were put in service, while two years ago there were 
only 428. 

New steam locomotives installed in the first two months 
this year totaled 22 compared with one in the corresponding 
period last year and seven in the period two years ago. New 
electric and Diesel locomotives put in service in January and 
February, this year, numbered seven, as compared with one 
in the same period last year and 20 in the same period in 1935. 

_ New freight cars and locomotives leased or otherwise ac- 
quired are not included in the above figures. 





1. C. C. SEMI-CENTENNIAL 


_ Arrangements have been completed for the “golden jubilee 
dinner,” the evening of March 31, at the Mayflower Hotel, 
Washington, on the eve of the celebration of the Commission’s 
semi-centennial the following day. The dinner was arranged 
by the Association of Practitioners before the Interstate Com- 
merce Commission, the National Association of Railroad and 
Public Utility Commissioners and the National Industrial Traffic 
League, by a committee of which Clarence A. Miller is chair- 
man. 

_ Henry Wolf Bikle, general counsel of the Pennsylvania 
will be the toastmaster. Addresses will be made by Elmer A. 
Smith, general counsel of the Illinois Central, and Luther M. 
Walter, general counsel of the National Industrial Traffic 
League. Mr. Smith’s topic will be “The Occasion of Our Din- 
ner.” Mr. Walter is expected to devote himself to the record 
and work of the Commission. 

Vocal music for the dinner will be furnished by the Inter- 

State Male Chorus, of which Commissioner Aitchison has been 
the conductor for many years. 





You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 

THE DAILY TRAFFIC WORLD. 
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RAIL PENSION AGREEMENT 


A “complete agreement” between the railroads and their 
organized employes on a pension system which, in major 
aspects, is virtually the same as that provided for in the pension 
legislation which the railroads assailed as unconstitutional and 
part of which was held unconstitutional, as to the railroads and 
Atlantic Coast Line employes which attacked it, by the federal 
district court of the District of Columbia, was announced the 
night of March 16 in Washington by George M. Harrison, chair- 
man of the Railway Labor Executives’ Association, and J. J. 
Pelley, president of the Association of American Railroads. 

The agreement provides for the introduction in Congress 
of two bills, one amending the railroad retirement act and 
the other a substitute for the railroad pension tax act, and the 
attack on those acts to be dropped. The federal court for the 
District of Columbia held that the tax act was invalid as to the 
complaining railroads and employes. It did not pass on the 
constitutionality of the railroad retirement act and the U. S. 
Treasury, on certificates issued by the Railroad Retirement 
Board, proceeded to pay pensions out of the funds appropriated 
for that purose by Congress. The theory of the legislative 
scheme back of the two acts, however, was that the money 
accruing under the taxing act would be used to reimburse the 
Treasury for the pension payments. This scheme is retained 
under the agreement and is to be made effective by the pro- 
posed legislation. 

As a practical matter, it is pointed out, the railroads, under 
the agreement, are in effect saying that they will not attack 
as unconstitutional legislation of the character that, in their 
suit in the district court, they said was unconstitutional. 

Under the agreement advantages claimed for the railroads 
as against the plan embodied in the two acts are that they 
will have to pay a payroll tax of only 2% per cent for the 
next three years, whereas under the taxing act they would 
have had to pay an additional 1 per cent—if the act had been 
held valid by the Supreme Court of the United States; that 
present pension rolls of carriers will be taken over under the 
plan; that no annuity will be paid to any employe who retires 
and engages in “regular gainful employment” in some other 
line of work; and that an employe may retire at age 65, or 
at 60 after completing 30 years of service, whereas under the 
existing pension legislation an employe 50 years or more old 
could retire after completing 30 years of service. 

There was nothing in the agreement, it was stated, provid- 
ing that, in consideration of the railroads agreeing to the pen- 
sion system and to dropping the litigation, the railroad unions 
would not press for action in Congress on their “make-work” 
bills, including the six-hour day bill. As a matter of fact there 
was activity in Congress scheduled for this week on several of 
the railroad labor bills. The House committee on interstate 
and foreign commerce was scheduled to hold hearings March 
18 on H. R. 208, the train dispatchers’ bill, and March 19 on 
H. R. 185, the railway signal system bill. A subcommittee of 
the Senate interstate commerce committee was scheduled to 
begin hearings March 19 on S. 725 and S. 1333, relating to 
inspection of bridges and tracks. 

The announcement of the agreement was made in the fol- 
lowing statement made public at the offices of the Association 
of American Railroads the night of March 16: 


George M. Harrison, Chairman of the Railway Labor Executives 
Association, and J. J. Pelley, President of the Association of American 
Railroads, tonight authorized the following statement: 

After joint negotiations between representatives of the 21 standard 
railroad labor unions and railway managements a complete agreement 
has been reached in respect to a retirement plan for employes. 

Before the plan becomes effective, however, it will be necessary for 
Congress to pass two acts, one amending the present Railroad Retire- 
ment Act and the other, a substitute for the Railway Tax Act which 
was to have expired on February 28 last, but was extended recently 
until the end of the fiscal year 1938. 

The negotiations which resulted in the present agreement were in- 
augurated on January 7, 1937, as a result of a letter from President 
Roosevelt suggesting that railroad managements and their employes 
confer in an effort to work out a railroad employe pension plan that 
would take the place of the existing one and be mutually satisfactory. 


Summary of Plan 


The principal points in the plan follow: 

1. Provides for a total tax of five per cent of the payroll, not in 
excess of $300 for any one month for any employe, to be paid into the 
United States Treasury. This tax increases gradually, to a maximum of 
seven per cent after twelve years. One-half of the tax will be paid by 
the railroads and the other half by the employes. The rate in the 
existing railway tax act was seven per cent, equally divided. 

2. All annuities are to be paid out of the United States Treasury. 

3. Plan is to be administered by the Railroad Retirement Board as 
now provided. 

4. Method of computing amount of annuity to be paid retired em- 
ployes is the same under the plan as now incorporated in the Railroad 
Retirement Act. Be 

5. An employe is eligible to retire voluntarily upon attaining tne 
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age of 65 years, but may retire at 60 years of age after completing 30 
years of service with a reduction in the annuity at the rate of one- 
fifteenth for each year he is under 65. 

6. An employe can continue to work after attaining 65 years of age 
but must continue to pay the tax, although he will not be credited with 
any service earned by such employment after July 1, 1937. 

7. Plan permits retirement of employes because of physical or 
mental disability after 30 years of service with full annuity privileges. 

8. Present pension rolls of the railroads are taken over under the 
plan. 

9. No annuity will be paid to any employe who retires and en- 
gages in “‘regular gainful employment’’ in some other line of work. 

10. Provides for death benefits for a deceased employe’s estate. 

11. The plan affects approximately 1,500,000 employes of railroads, 
express companies, sleeping car companies, and their subsidiaries. Em- 
ployes of railroad associations, and of railroad labor organizations, are 
also included. 


Pian in Detail 


The plan provides for voluntary retirement at 65, this being at the 
election of the employe. There is no compulsory retirement age in the 
act, but any employe who continues to work beyond the age of 65 will 
receive no credit for service after 65. If a man has 30 years of service 
and has reached the age of 60, he may retire, but in that case there is 
a cut-back of one-fifteenth for each year the employe is under 65. Per- 
sons who are totally disabled are eligible to retire if they have com- 
pleted 30 years of service. Any man who reaches 65 may retire and 
secure an annuity based on his years of service even though he is not 
in railroad service when he reaches the age of 65. No one is entitled 
to an annuity unless he was in an employment relation on or after 
August 29, 1935, the enactment date of the act to which the proposed 
act is amendatory. 

The amount of the annuity is determined by multiplying the years 
of service by a certain percentage of the monthly compensation up to 
$300. This percentage on the compensation, as in the present law, is 
2% on the first $50, 1%% on the next $100, and 1% on all sums over 
$150, up to the $300 maximum. 

The compensation is determined by the average monthly compensa- 
tion earned by an employe so far as the service is rendered after Jan- 
uary 1, 1937. However, the employe is entitled to have 30 years of 
service considered if he has worked that long. In the case of an em- 
ploye who has less than 30 years of service after January 1, 1937, there 
is to be added the years of service in reverse order prior to January 
1, 1937, in an amount sufficient to make 30. As to the years of service 
counted prior to January 1, 1937, the actual earnings are not neces- 
sarily taken, but the compensation is that of a test period, which in- 
cludes the years 1924 to 1931, inclusive, with a provision, however, that 
if an employe did not work in the test period, or if for any reason 
that period proves to be unfair, the Railroad Retirement Board may 
adopt such a basis of compensation as is fair and equitable. 

The plan provides for a minimum annuity for persons who have had 
at least 20 years of service, the minimum being related to the monthly 
compensation according to a graduated scale of percentages. In no 
event, however, can the annuity be less than the old-age benefit that 
the employe would receive under the Social Security Act if his service 
after December 31, 1936, were included in the term ‘‘employment’’ as 
defined in the Social Security Act. 


The plan provides for a joint and survivor annuity under which, if 
the employe so elects, he will be paid a part of his normal annuity 
when he retires, the balance to be used to purchase an annuity for 
his wife if she survives him. 


Death benefits are provided for persons who were employes after 
December 31, 1936. Under this provision, if the employe dies there will 
be paid to his heirs or estate four per cent of all wages earned by 
him up to $300 in any one month after December 31, 1936. 


The plan provides that, effective July 1, 1937, all persons on rail- 
road pension rolls as of March 1, 1937, shall come under the retire- 
ment plan and thereafter be paid such pensions as the private pension 
plan of the carrier provided, not, however, in excess of $120 for any 
one month. Where a retired employe is now receiving a larger pen- 
sion than $120, the railroad agrees to make up the difference. 

The plan, just as the existing act, creates a Retirement Board of 
three members to be appointed by the President subject to confirma- 
tion of the Senate. Each member receives $10,000 per year and holds 
office for five years. One member shall be appointed by the President 
upon the nomination of employes and another upon the nomination 
of the railroads. ‘The other member shall be appointed by the Presi- 
dent without suggestions from any of the interested parties. The Re- 
tirement Board shall administer the act, pass upon pension applications, 
certify them to the treasury, make rules and regulations for the ad- 
ministration of the act, and may call upon the railroads for informa- 
tion contained in railroad records. 

All persons subject to the Railroad Retirement Act are excluded 
from the federal old-age tax and benefit provisions of the Social Se- 
curity Act. 

The proposed substitute for the present railway tax act would im- 
pose an income tax on the wages of employes earned subsequent to 
December 31, 1936, upon the following basis: 2%% for the years 1937, 
1938 and 1939; 2%% for the years 1940, 1941 and 1942; 3% for the years 
1943, 1944 and 1945; 34,% for the years 1946, 1947 and 1948; 344% after 
December 31, 1948. 

The proposed act also provides for an excise tax on the employers, 
payable on amounts paid to employes subsequent to December 31, 1936, 
upon the same percentages and with the same step-up as applies to the 
wages of employes. In neither case is an amount in excess of $300 per 
month to be taken into consideration. 

The proposed substitute tax act would repeal the present railway 
tax act and under the agreement all money held by the railroads in the 
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form of deductions from the wages of employes prior to January 1, 
1937, would be returned to the employes and all amounts set aside ip 
any way by the railroads for the payment of their excise taxes woulq 
be abated. As to the period subsequent to December 31, 1936, the rajj- 
roads would retain and pay into the treasury 2%% on the payroll, re 
turn 1% to the employes, and pay into the treasury their own 2%% 
excise tax upon the payroll. 

It was agreed that litigation originally instituted by the railroads 
now pending in the Circuit Court of Appeals for the District of Colum. 
bia involving the validity of the railroad retirement act and the railroaq 
tax act shall, subject to the approval of the Attorney General, be dis. 
posed of in such manner as to carry out the purposes of this agreement, 

The representatives of the railway labor organizations and the 
railroads who conducted the negotiations follow: For the employes: 
B. M. Jewell, Railway Employes Department, A. F. of L.; J. A. Phil 
lips, Order of Railway Conductors; E. J. Manion, Order of Railway 
Telegraphers; James J. Delaney, Pres., Masters, Mates and Pilots of 
America; Geo. M. Harrison, chairman, Railway Labor Executives’ Ag. 
sociation. For the railroads: M. W. Clement, Pres., Pennsylvania Rail- 
road; C. R. Gray, Pres., Union Pacific System; J. B. Hill, Pres., Louis- 
ville and Nashville Railroad Co.; C. E. Denney, Pres., Erie Railroad: 
H. A. Scandrett, trustee, Chicago, Milwaukee, St. Paul and Pacific; 1, 
A. Downs, Pres., Illinois Central System; J. J. Pelley, Pres., Associa- 
tion of American Railroads. 


Legal History 


In their brief attacking the constitutionality of the railroad 
retirement and taxing acts the railroads developed argument in 
support of the following contentions; 


The two acts constitute a single legislative scheme. The sole pur- 
pose of the exactions of the tax act is the procurement of money to 
pay annuities under the retirement act. Annuities under the retirement 
act will be paid only with money so procured. 

Textual comparison of the two acts with each other and with the 
former railroad retirement act (declared unconstitutional by the su- 
preme Court of the United States in the Alton case, 295 U. S. 330) dis- 
closes that all three have a common purpose. 

Upon their face, each of the essential provisions of each of the 
two acts is incomplete in itself and requires aid of some provision of 
the other for disclosure of rational purpose or sensible result. Aiding 
each other they disclose the same purpose and result as the former 
retirement act. 

The present scheme (that is that embodied in the retirement and 
taxing acts under attack) is composed of the identical elements which 
the court condemned as arbitrary and unreasonable in the former act. 
The scheme is unconstitutional for the same reasons. 

The provisions of the retirement act for separation of employes 
from carrier service have no reasonable relationship to regulation of 
interstate commerce. 

Even if Congress had the power under the commerce clause to pro- 
vide retirement for railroad employes it would have no power to re- 
quire the railroads to pension them. 

If, as defendants claim, Congress sought by these acts to exercise 
the commerce power, the theory of common defense affords no escape 
from the Alton decision. 

As a pretended exercise of the general welfare power this scheme 
is unreasonable and arbitrary; it will take the money of both employer 
and employe for bestowal upon others; it will deprive both classes of 
their liberty of contract. It thus violates the Fifth amendment. 

Since the integrity of this scheme depends on its constitutionality 
as to both classes on which it makes its demands each class may rely 
on its unconstitutionality as to the other. It violates the Fifth amend- 
ment as to the employe just as it does to the employer. 

This pension system violates the Ninth and Tenth amendments be- 
cause it intrudes upon local affairs not committed to Congress but 
reserved to the states or the people. 

If this proposal falls within any governmental power, it is the 
police power residing exclusively in the states, a field which Congress 
cannot enter lawfully. 

This scheme is local and not national in its nature if-tested by 
the classes to which it promises benefits. ‘ 

Even if the exactions of the tax act were taxes, they would be in- 
valid because violative of the Fifth amendment. 

Even considered as a true tax, the tax imposed on the carriers is 
a direct tax, and that imposed on the employe representatives is a cap- 
itation tax, and hence they are void since not apportioned to population. 


Justice Bailey, of the district court of the United States for 
the District of Columbia, in his decision holding the tax act un- 
constitutional as to the complaining carriers and interveners, said 
that the two acts taken together “so dovetail into one another as 
to create a complete system, substantially the same as that created 
by the railroad retirement act of 1934, held unconstitutional 
by the Supreme Court in Railroad Retirement Board vs. Alton 
Railroad Co., 295 U. S. 330.” The court held that, under the 
views in the Alton case, “the taxing act transcends the powers of 
Congress.” ; 

According to their reports to the Commission Class I rail- 
roads reported railroad tax act accruals of $47,298,556 for the 
twelve months of 1936. This money was not paid out under the 
order of the district court and, under the agreement, this money 
will be retained by the carriers. Likewise the deductions made 
by the carriers of 3% per cent from employe pay and held by 
them under the court order, will be returned to the employes, for 
the period prior to January 1, 1937. The amounts involved since 
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March 20, 1937 


January 1 will be treated so that there will be a return of 1 per 
cent of the pay deductions to employes and the railroads will pay 
from January 1 only 2% per cent instead of 3% per cent. 

It is estimated that the cost to the railroads for the first year 
under the agreement will be approximately $47,000,000, the em- 
ployes to make a like contribution, making a total of $94,000,000 
accruing to the federal treasury. 

In the findings of fact signed by Justice Bailey in the case 
before him it was stated that the aggregate amount payable by 
the original plaintiffs (138 railroads, the Pullman Company and 
two express companies) for the one-year period specified in the 
tax act would be approximately $58,000,000 which was more than 
90 per cent of the aggregate payable by all carriers under. the 
act. A like amount would be payable by the employes, it was 
stated. Annuity payments for 1937 were estimated at $48,663,- 
000 in the finding of facts. It was further estimated that such 
annual disbursement would increase annually until it would be 
$96,389,000 for 1940; $202,292,000 for 1950; $246,798,000 for 
1960, ‘‘and for other years sums similarly burdensome in amount.” 

Much evidence was submitted by the carriers in the case 
before Justice Bailey as to the adverse financial condition of the 
carriers and that from that viewpoint they should not have to 
bear the pension burden, they contended. 

“The financial condition of many of the carriers is serious,” 
it was stated in the findings of fact. “Ninety-three of them, op- 
erating over 70,000 miles of railroad, are in receivership or 
trusteeship. Many are not now earning (statement was signed 
June 30, 1936) operating expenses and taxes, and more of them 
are not earning fixed charges.” 

Under the agreement, it is said, the pension system provided 
for will not be as costly with respect to administration as that 
provided in the existing legislation. ; 

The Railroad Retirement Board now has approximately 
41,000 applications for annuities and it is estimated that probably 
15,000 additional applications will be filed by July, 1938, making 
a total of 55,000 applications the board may pass on by July, 
1938. Once the substitute legislation has been enacted it is be- 
lieved that retirement will proceed as rapidly as the board can 
pass on the applications in hand. Many applications have been 
filed by employes who are not yet eligible for pensions because 
they have not severed their relations with their employers. 


Tax Proceeds May Fall Short 


Difference of opinion between the U. S. Treasury Depart- 
ment and the negotiators of the rail pension agreement has 
arisen as to the adequacy of the proposed taxes under the 
agreement to produce enough money to pay the pensions. 

Though stating that treasury officials were glad to see the 
conclusion of an agreement which “will operate to end the 
injunction proceedings affecting an important part of the social 
security program,” Acting Secretary of the Treasury Roswell 
Magill said Congress might find it necessary to modify some- 
what the rates set up in the proposed legislation. 

“Our preliminary calculations indicate that the proceeds 
from the proposed tax would fall considerably short of meet- 
ing the required payments under the proposed retirement act,” 
said he. 

In a joint statement replying to Magill, Mr. Pelley and 
Mr. Harrison said the settlement and proposed laws were based 
on careful actuarial studies and calculations made by the rail- 
road retirement board, confirmed by actuaries in the employ of 
the respective groups, “which studies indicate that the tax pay- 
Neither party to the agreement, 
said they, had any reason to doubt that the conclusions of 
the actuaries were other than correct. 

Dr. Julius H. Parmelee, director of the Bureau of Railway 
Economics, in testimony on behalf of the railroads before the 
House committee on interstate and foreign commerce, July 17, 
1935, in the hearings on the retirement bill which, with changes, 
became the present law, presented computations based on that 
bill and the taxing act bill and said that the cumulative tax 
receipts would fall behind the cumulative annuity payments not 
later than the seventh year, and the deficiency would continue 
to grow for many years thereafter. The tax bill at that time 
called for a total tax on the payroll of 6 per cent. As finally passed 
it carried a tax of 7 per cent. He estimated that eventually a 
tax of 18 per cent on the payroll would be necessary, if the sys- 
tem were to be self-supporting. 

“The large and increasing burden which this bill and its 
companion tax bill would throw on the carriers, if enacted, would 
represent an intolerable addition to their already serious finan- 
cial difficulties,” said Dr. Parmelee in his testimony at the time. 

As an indication only of obligations that will have to be met 
under such a system as that agreed on by the carriers and their 
employes, the following table, showing estimated annual dis- 
bursements, submitted to the House committee by Murray W. 
Latimer, chairman of the Railroad Retirement Board, at the 
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hearings on the retirement bill as to which Dr. Parmelee was 
speaking, is reproduced, the computations having been based on 
the provisions in that bill: 


Percent Percent 
ofesti- of $1,600,- 

Total dis- mated 000,000 

Year bursements pay roll pay roll 
I a on ate Ral ah ath » it's g's oi’ a wan ean $ 42,000,000* 2.0 2.6 
Pde said oe Seog uisahow Sele ex olor 59,000,000 2.8 3.7 
LR EN ee cane ae 72,000,000 3.5 4.5 
NOT ars iw. «in 4a we <6 nue be ee 84,000,000 4.1 5:3 
IE aie sa ao9ie aD wx: 6 etl aa ake aaa 96,000,000 4.8 6.0 
PEP aig sha eine area. Ca einde ete ita es 107,000,00u 5.4 6.7 
CRE Aree nce Set: Mile ps 120,000,000 6.1 7.5 
MR ie ante asd cate d's Wie ee een 131,000,000 6.8 8.2 
RNC ed ric UE cad caw cave Sake eae 141,000,000 7.4 8.8 
te Bg ac rg ds eared ait ie ne 154,000,000 8.2 9.6 
ESR ae ere 164,000,000 8.8 10.3 
Ty ES ee. er 175,000,000 9.4 10.9 
BEE Ks) 5A ek wee wae ee eee 185,000,000 10.1 11.6 
ME ings 0's 4:0 salt hmcndtan dita S ea ae 196,000,000 10.7 12.3 
IE warns in. © otal ecmuaee cobalt oxen eaiods 205,000,000 11.3 12.8 
IY evkie. «2:6 as Medea asa oS ota cess 215,000,000 11.9 13.4 
eS ee a eS ee ees 224,000,000 12.4 14.0 
IN TasS <ik ceetie he atre deadew oe cies 233,000,000 13.0 14.6 
EN Solea distin ote ei a odg % w lernce care 241,000,000 13.5 15.1 
ND a s%.5 So ne dada mbt ane te wh ot 248,000,000 13.9 15.5 
EN Ps io side 4d ge a ia oo x als 254,000,000 14.3 15.9 
ED Patna « de KOMEN ee ach ce aaen ee 259,000,000 14.6 16.2 
EDD, ating t's wand na baleen Poe awies 263,000,000 14.9 16.4 
EE, 6 hind pve nn weilaamead ard cades 266,000,000 15.1 16.6 
BE soci adea we pee ene ee ot ce aad 269,000,000 15.3 16.8 
ME ertek east bcos sick een 269,000,000 15.3 16.8 
BEE Sivsts ca M Beek o dee eae cns we wines 269,000,000 15.3 16.8 
Me wie o aa yuSico'k 6 Anim. acctas eee’ 267,000,000 15.2 16.7 
PES so ae a tee baa inns aoeie Cath an 265,000,000 15.1 16.6 
PNG ir ala se nu indde besinws doeecten’ 262,000,000 15.0 16.4 
WE acaie cde ¥ 5 sandman ee eae acwen 259,000,000 14.8 16.2 





*This figure assumes disbursements to begin when payments would 
have started under the Railroad Retirement Act. If the effective date 
of a new act were Sept. 1, 1935, disbursements during 1935 would be 
about $4,000,000. Disbursements in later years would not be affected. 


CONTRACT CARRIER CHARGES 


The Traffic World Washington Bureau 


In the closing arguments in Ex Parte MC-9, filing of con- 
tracts by contract carriers by motor vehicles, participants gen- 
erally expressed sympathy with the object of the Commission, 
the ascertainment of the accuracy or inaccuracy of the oft-made 
charge that operators are pretending to be contract carriers 
when they are really common carriers. Some insisted, however, 
the order requiring the filing of contracts showing actual in- 
stead of only minimum charges, was beyond the power of the 
Commission. Some contended that even if the law authorized 
the Commission to require the filing of the contracts in lieu 
of schedules showing minimum charges, the plan was imprac- 
ticable. 

Irving C. Fox, for the United Parcel Service, asked for 
the exemption of truckers who, as in the case of his company, 
took over the complete delivery service of mercantile estab- 
lishments wholly displacing the services of the establishments, 
even to the extent of the C. O. D. business and collection of 
returned merchandise. He estimated that in New York the 
charges of his company amounted to as much as $100 a ton. 
Filing of its contracts, he said, would disclose the business 
not only of the delivery service company but also of the mer- 
chants for which it acted as a substitute for the store’s own 
delivery service. Charges, he said, were on unit of merchandise 
handled but the objection was to the disclosure of the terms 
and extent of the service rendered, organization of which, he 
said, cost many thousands of dollars. 

Crossing of interstate lines, he said, was incidental, the 
aim of the service being to make deliveries in the areas in 
which the establishments had customers. Interstate lines, he 
said, were crossed in the New York, N. Y., Cincinnati, O., and 
Portland, Ore., areas. The company does business in thirteen 
cities and has about 250 contracts in New York. No business, 
he said, was handled between a store and a railroad freight 
station. 

Opposing the Commission’s scheme R. E. Quirk, for the 
United States Truck Lines, questioned the validity of the order 
requiring the filing of contracts. Even if the Commission had 
the power to require the filing of the contracts showing actual 
charges, he said it should not be done because the plan was 
impracticable. Mr. Quirk said the law permitted the filing of 
contracts in lieu of schedules but that the order assumed the 
Commission had the power to require the filing of contracts. 
The discretion given to the Commission, he said, was to permit 
the filing of contracts in place of the more complex schedules 
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SOON M.A. » will resume lake and rail service — using nature’s great American highway 
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but he said he did not believe the Commission had the power 
to require the filing of contracts that would disclose the busi- 
ness of shippers, in lieu of schedules. The order was also bad, 
he contended, because it required the filing, not of minimum 
charges, but of all charges. 

H. F. Mowbray, representing Baron, Inc., expressed doubt 
that the Commission had power to require the filing of con- 
tracts. He favored the idea but suggested that the Commission 
ask Congress for the power needed for requiring the filing of 
contracts. 

Denying the power of the Commission to require filing of 
contracts, J. M. Scanlon, for Interstate Contract Carriers’ 
Association, expressed the belief that 95 per cent of the carriers 
desired to cooperate with the Commission. To require all to file 
contracts on account of the acts of the five per cent, he said, 
would be unfair. He suggested that contract carriers should 
be required to file reasonable minimum charges. Making pub- 
lic the charges contract carriers were imposing, he said, would 
merely precipitate a devastating rate war. Prior to that he 
had told about conditions in Central Freight Association ter- 
ritory. 

K. F. Clardy, for the Truckaway Corporation and others, 
said it seemed those participating in the argument had turned 
the picture upside down, discussing legal questions which would 
have to be disposed of in the courts instead of recognizing the 
order as an administrative step intended to bring out facts 
needed in the determination of grandfather clause rights. His 
idea was that there were so few real contract carriers that 
there was not going to be much trouble in regulating the few 
there wefe. 


R. K. Keas, for the Alton District Manufacturers’ Associa- 
tion, said that examination of contracts would not settle the 
question as to which of the carriers were contract carriers. 
If the order remained in effect, he said the contract carrier 
would be in violation of law no matter what he did. If he filed 
his contracts he would reveal the business of the shipper, who, 
according to Mr. Keas’ idea was the one to be protected, and 
if he did not file he would violate the order. 

F. C. Hefferan, for the Central States Motor Freight Car- 
riers’ Association, reviewed the chaotic rate situation in Central 
Freight Association territory and said the so-called contract 
rates were a constant menace to the rates of common carriers. 
In that territory when a common carrier found out the rate of 
a contract carrier he figured around to a conclusion that if the 
contract carrier could make money then he, the common car- 
rier, could make a rate as low or lower and also make money, 
the result being a downward spiraling of rates, said Mr. Hef- 
feran. 

“If they don’t go too low isn’t that in the public interest,” 
asked Commissioner Porter. 

“Well, yes,” said Mr. Hofferan, who added, however, that 
truck operators were not making a killing in the way of earn- 
ings on the rates of today. 

Earl Girard, speaking for Chicago-Milwaukee Motor Car- 
riers, said that contract carriers came into existence April 1, 
1936, when rates were required to be filed. The making of the 
order, he said, brought to light a situation with which the 
Commission could deal. Other than dump trucks, furniture and 
machinery haulers, he said, the so-called special services about 
which there had been talk, were mythical. Enforcement of 
the order, he suggested, would show that 95 per cent of the 
so-called contract carriers were common carriers. 


T. F. Behler, Association of Truck Owners, the members of 
which he said were performing local transportation in the St. 
Louis said, said that if the order was to be continued it should 
provide for the exemption of local carriers, as ordered by the 
amendment of Jan. 19. He said he believed the order basically 
unsound in that it transcended the authority granted in section 
218. He said that under section 220 the Commission might 
require the filing of contracts but expressed the view that no 
useful purpose would be served. Filing of contracts, it was his 
view, would not strip the mask from the faces of common car- 
riers purporting to be contract carriers. The way to stop the 
downward spiraling of rates, he said, was to require the filing 
of contracts showing actual rates. Answering a question from 
the bench, Mr. Behler expressed the view that the question- 
naire proposal of Mr. Shertz (see Traffic World, March 13) 
was a good one but too detailed. 2 

Roland Rice, for the Wisconsin Highway Carriers’ Confer- 
ence, said his attitude was in opposition to the order but that 
the reasons he could give for that opposition had been given 
by other speakers. So he merely asked permission to file what 
he had written and permission was given. 

J. A. O’Brien, for the Middlesex Transportation Co., said 
the so-called contract carriers were using the methods the rail- 
roads had in effect between 1888 and 1905, when, as he said, 
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they quoted rates from “rate advices.” He said the so-called 
contract carrier was a common carrier trying to put over the 
lowest rate and that the Commission had the power to require 
the filing of the actual rate. 


MOTOR BONA FIDE OPERATION 


Condemning the theory, advanced by others, that the Com- 
mission, in passing on the question of the bona fide operation 
of a seeker for grandfather clause rights had to consider 
whether the applicant had complied with state laws, C. R 
Hillyer, as amicus curiae in MC 2600, Earl W. Slagle, contract 
carrier application, said that that was a proposal to legislate a 
new condition not mentioned by Congress specifically and ex- 
cluded by the principals of construction stated by him. 

By the use of the words “bona fide” Mr. Hillyer said, Con- 
gress meant to stop the man who attempted to get within the 
terms of the motor carrier act by the deceit of perfunctorily 
starting a truck that had not theretofore rendered a public 
service. He said that the sole ground on which a permit was 
to be granted or withheld was the convenience and necessity 
of the public. That expression, he said, was employed in the 
interstate commerce act in limiting the authorization of new 
railroads or the abandonment of existing railroads, and had 
developed a well understood meaning. To add other limitations 
(such as inquiring whether an applicant had complied with 
state laws) would be in the nature of legislation by the Com- 
mission, and that, he said, the courts would not permit. 

American Trucking Associations, Inc., said that the con- 
struction with regard to bona fide contended for by certain 
protestants in the case would in many instances result in a 
burden on interstate commerce by the states prohibited under 
the provisions of the federal constitution. Its brief said that to 
require the Commission to examine state laws and measure 
operations of motor carriers against those laws in an effort 
to determine the measure of compliance therewith would be to 
constitute the Commission a board of inquiry and would vest it 
with judicial powers. The brief submitted that such a holding 
would be unsound legally and totally impractical, resulting in 
confusion, conflict of authority, litigation and loss. 

Protesting railroads in Central Freight Association Terri- 
tory said no fault was found with the finding of the Commission 
that the applicant had the burden of proving that he was in 
actual operation on June 1 or July 1, 1935, but submitted that, 
in view of the facts and circumstances surrounding the ap- 
plicant’s operations on those dates, other evidence was neces- 
sarily intended to have been submitted in order to substantiate 
not only the fact of actual operation but also that such opera- 
tions were “bona fide.” 

“It cannot be doubted,” says their brief, “that possession 
of and operation under state certificates and permits are evi- 
dence of actual operation. Therefore it would follow, even under 
the findings of the Commission on this point, that possession of 
and operation under state certificates and permits are evidence 
of ‘bona fide operation.’ ” 


Armour & Company, discussing bona fide operation ob- 
served that certain interests would urge on the Commission 
that to establish bona fide operations the carrier must assume 
the burden of proving that there was no provision of any state 
statute which the operator was violating on his test date. After 
referring to legal dictionary definition of bona fide the brief 
said the claim advanced in its essence, was, that if this carrier, 
after consulting an attorney, perhaps even afier consulting the 
state authorities and doing everything they required of him to 
do, was, in fact, unwittingly the recipient of bad advice, and 
unwittingly in technical violation of the law that he was operat- 
ing in mala fide. 


“We are certain,” adds the brief, “the Commission will 
never impose such a meaning upon these words.” 

In exceptions to MC 2600, application of Earl W. Slagle, 
dba Slagle Transfer Co., for a permit authorizing operation as 
a contract carrier, the Iowa commission argues that where 
valid state laws as to the right to operate existed on June 1, 
1935, only those operations which were duly authorized by that 
state could be considered as bona fide under the grandfather 
clause of the motor carrier act. That the burden of proving 
bona fide operation was on the applicant, the board said, could 
not be questioned. 

The applicant, by his own testimony, it said, stated that 
he had no certificate and no authority to operate as a common 
carrier in Iowa and the Commission rightfully found that the 
applicant was a common carrier. Any presumption that the 
actual operation of this applicant was bona fide, the Iowa : 
said, has been clearly rebutted by the applicant’s own testl- 
mony. 

St. Johns River Line Co., a Florida operator, insisting on 
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a stringent enforcement of the law relating to grandfather 
rights as a protection for its own rights filed four exceptions 
to the Commission’s tentative report. Its first exception said 
the effect of the tentative report was to fail to “cooperate with 
the several states and the duly authorized officials thereof .. . 
in the administration and enforcement” of the motor carrier act, 
contrary to the policy of Congress as expressed in section 202 
(a). The second exception was that the granting of the ap- 
plication on the facts shown in the report would set a precedent 
which would result in “unjust discriminations, undue prefer- 
ences or advantages,” contrary to section 202 (a). The third 
was that the failure of the Commission to require a more 
impressive showing of compliance with state laws on the part 
of the applicant affected the powers of taxation of the several 
states, contrary to the motor carrier act. The fourth was 
that the refusal of the Commission to require a stronger show- 
ing of compliance with state laws failed to take full advantage 
of the powers granted by the motor carrier act. 

The New York State Motor Truck Association, Inc., as- 
serted there was nothing in the motor carrier act which gave 
the power to the Commission to restrict a carrier’s rights to a 
particular line of commodities unless the carrier so restricted 
himself by his own act in the filing of his application; that the 
Commission had no authority, as an administration body, to 
make a common carrier out of an applicant against his will; 
and that it was unthinkable that bona fide operation as used 
in the motor carrier act contemplated restricting service only 
to “bona fide transportation of specific commodities” as of the 
grandfather dates. 

Motor Carriers’ Traffic Association, Greensboro, N. C., an 
intervener, said it desired to express its deep-felt dissatisfac- 
tion at the conclusions of the tentative report which denied 
this applicant (Slagle) the right to serve the public generally. 
It said it was keenly disappointed at the failure of the report 
to find that this applicant by his past operation had won the 
right to serve the public generally by transporting any and all 
commodities which might be offered by the public to any and 
all points on the route or routes which he had traversed. 

George H. Kinney, Kansas City, Mo., said that the Com- 
mission had properly declared applicant to have been a com- 
mon carrier. Having been declared a common carrier, said 
Mr. Kinney, applicant was entitled to a certificate as such with- 
out restriction as to commodities or destinations on his routes 
or within his general territory. The proposed restrictions, he 
declared, were contrary to the very intent of Congress, as ex- 
pressed in section 202. Restrictions as to origin or destination 
of common carriers over irregular routes, he said, were un- 
authorized. 

Continuous operations since June 1, 1933, he declared, were 
not a prerequisite to the issuance of a certificate. Restrictions 
as permit a common carrier to serve only certain points, to 
transport only certain commodities, over certain specific routes, 
he said, would obviously prevent the ideal transportation sys- 
tem that Congress hoped for when the law was enacted. 


KEESHIN PLANS APPROVED 


Lopping $50,000 off the purchase price, limiting salaries to 
$10,000 a year and reserving law questions for further considera- 
tion, the Commission, division 5, in MC F-12, Keeshin Transcon- 
tinental Freight Lines, Inc., acquisition of control of Seaboard 
Freight Lines, Inc. (Connecticut), S. F. L., Inc. (New York), 
Seaboard Freight Lines, Inc. (Massachusetts), and United Motor 
Lines, Inc. (Connecticut), has approved acquisition by the Trans- 
continental lines, giving the Keeshin system a New England 
section. The purchase price is limited to $200,000, instead of 
$250,000 specified in the agreement. 

As stated in the Commission’s report, the present plans of 

the Keeshin system, contingent on the Commission’s approval, 
are to “simplify and integrate, so far as possible, the operation of 
the system.” 
_ The findings justifying the extension of the Keeshin system 
into New England seemingly contrary to the principle followed 
by the Commission in the matter of railroad consolidations, are 
without prejudice to future action, if any, on the law questions 
raised by the fact that the parties to the contracts providing for 
the extension were made, without consultation with the Commis- 
sion, in the fall of 1935, after the motor carrier act became 
operative. 

_ “While the acquisition of Seaboard by the Keeshin system 
might seem to violate this principle (with regard to railroad trunk 
line railroad extension into New England), the motor truck situa- 
tion is quite different from the railroad situation,” says the report. 
“The Seaboard is the only one among a very large number of 
motor truck operations in New England. There seems to be no 
possibility that by this acquisition the Keeshin system could in 
any way dominate the New England motor truck field.” 
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The “without prejudice” part of the finding that the acquisi- 
tion should be approved relates to transactions between Keeshin 
and the Seaboard companies and the organization of a holding 
company, Motor Carrier, Inc., by Lehman Brothers, investment 
bankers, through which the arrangement for the acquisition was 
consummated, without submitting the question to the Commis- 
sion, one of the steps being acquisition of stock by Lehman Broth- 
ers themselves. 

The price limitation is based on the fact that on April 22, 
1936, Seaboard stock was carried on its books at $60,100. That, 
the report said, contrasted with the Keeshin proposal to pay 
$250,000 therefor. On that point, the report says: 


As of the date last indicated, the net worth of Seaboard, as re- 
flected by the asset value indicated by its books for its stock, excluding 
the item of $9,958 for good will, was $63,189, and the difference between 
the proposed purchase price and this net worth, viz., $186,811, repre- 
sents the aggregate value of such intangible items as permits, fran- 
chises, good will, and going concern value. That amount is $176,853 
greater than the $9,958 carried as good will in Seaboard’s balance sheet. 
In this connection, applicant’s witness explained that if the proposed 
transaction is approved, it will write down such items to a nominal 
value of $1. As one of the terms of purchase, applicant has agreed, in 
the event of approval to employ each of the three vendors from con- 
summation of the transaction to December 31, 1940, at $10,000 each 
per annum. 


Discussing the Lehman Brothers phase of the subject and 
disposing of the proceeding, the Commission said: 


The question which has been raised is whether, in view of the 
financial interest which Lehman Brothers have in applicant and the 
voice which they have in its management, the acquisition of Seaboard 
stock by Motor Carrier, Inc., a company created and controlled for 
the purpose by Lehman Brothers, resulted in a violation of section 
213 (b) (1). This question is not actually in issue in this proceeding, 
but the record contains much evidence bearing on it, and it was dis- 
cussed extensively in the briefs. 

Under the procedure prescribed by subparagraph (2), it would be 
necessary for us, before determining for purposes of action that the 
purchase by Lehman Brothers was unlawful under subparagraph (1), 
to give notice and hold a hearing on this specific matter. In the event 
of such determination, after such a hearing, it would be our duty by 
order to require Lehman Brothers to take such action ‘‘consistent with 
the provisions of this part’’ as might be necessary, in our opinion, to 
prevent further violation of the law. 

In addition to the facts which we have already recited in regard to 
this transaction, protestants (railroads and motor interests) contend 
that the following circumstances which ensued after the acquisition 
show affirmatively that ‘‘control or management in a common inter- 
est’’ of applicant and Seaboard was accomplished thereby; (1) Pur- 
chase of Seaboard equipment through the Keeshin organization ac- 
cording to the latter’s specifications and price agreements; (2) Sea- 
board's concurrence only in the joint tariffs of Keeshin companies; 
(3) non-participation of Seaboard in the joint rates of other carriers 
to any point to which it participates in joint rates with Keeshin com- 
panies; (4) joint use by Seaboard and Keeshin Motor Express Co., Inc. 
(N. Y.), of terminal facilities owned by the latter at Albany, N. Y.; 
(5) participation of Seaboard in quantity gasoline, tire, and other price 
arrangements of the Keeshin enterprises; and (6) Seaboard’s utiliza- 
tion of the Keeshin traffic solicitation facilities. Another aspect of the 
situation emphasized by protestants is the readiness with which Leh- 
man Brothers have in effect loaned their resources, financial and other- 
wise, to applicant in the transaction, and this without profit other than 
nominal interest on the purchase price of the stock and other funds to 
be advanced. 

Applicant denies that it is, or ever has been, in the control of 
Lehman Brothers. Their stock interest has never been in excess of 
50 per cent and is not now as large as that, and applicant contends 
that by reason of the voting trust agreement and other circumstances, 
Lehman Brothers have never been in a position to dominate the com- 
pany. It was also testified that before purchasing the Seaboard stock 
through Motor Carrier, Inc., Lehman Brothers satisfied themselves by 
careful investigation that it would be a good investment, even if it 
were necessary to maintain and operate Seaboard as an independent 
property. 

Conclusions. Except for the question raised by the Lehman pur- 
chase, the evidence would warrant the conclusion that the acquisition 
proposed, apart from its terms and conditions, will be consistent with 
the public interest. While there is considerable evidence pointing to 
the conclusion that the proposed terms and conditions are just and rea- 
sonable, doubt exists in regard to the purchase price, which other evi- 
dence indicates to be high. But is it consistent with the public inter- 
est to authorize a sale of the Seaboard stock to applicant at any price, 
so long as it appears that control of applicant and Seaboard in a com- 
mon interest may already have been accomplished unlawfully? 

As has been indicated, the procedure authorized by section 213 
(b) (2), in the event of a suspected violation of subparagraph (1), is 
to give notice, hold a hearing on this specific subject, and if it then 
appears that the law has been violated, issue such order as we may 
deem necessary to prevent further violation. There has been no such 
notice and hearing, and for that reason we cannot properly determine 
in this proceeding, where the issue has been raised only collaterally, 
whether or not the law has been violated. If we should follow the 
authorized procedure and reach the conclusion that it had been vio- 
lated, the appropriate order, in the circumstances here presented, 
would be one requiring Lehman Brothers to divest themselves of their 
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interest in the Seaboard stock. Applicant, however, is seeking author- 
ity to purchase that stock, and if we grant such authority, and the 
purchase is made any further violation will cease. In that event, ob- 
viously, there would be no need for the procedure authorized by sub- 
paragraph (2). 

The immediate question, therefore, is whether it will be consistent 
with the public interest to grant applicant the desired authority, until 
it has been definitely determined whether or not the law has been 
violated. The answer to that question in turn depends upon whether, 
if a violation were found, it would be consistent with the public in- 
terest to permit applicant to acquire the Seaboard stock, until the un- 
lawfulness had been cured by a transfer of the stock to ownership 
wholly independent of either Lehman Brothers or applicant. The cir- 
cumstances surrounding the acquisition by Lehman Brothers have, we 
feel, a bearing on this question. 

We find here no evidence of an intent to conceal what was done, 
nor any desire to escape our jurisdiction. That we have authority to 
determine whether applicant and the Seaboard should be brought 
under common control and management was recognized from the be- 
ginning, as was the need for obtaining such authority. Before it 
could be secured, vendors refused to extend the option to purchase the 
stock which they had given applicant. Faced with this refusal, Leh- 
man Brothers undertook to save the situation by purchasing the stock 
themselves and carrying it pending our determination of whether or 
not the necessary authority would be granted. Apparently, they be- 
lieved that they could do this without violating the law, and there 
has been no disposition to withhold from us any of the facts in re- 
gard to the transaction. 

In view of these circumstances, we do not believe that what was 
done was of such a nature as to justify us in withholding the grant of 
authority sought in the pending application. We do believe, however, 
that all the evidence warrants us in concluding that the purchase price 
is too high and that it should be limited to the amount of $200,000, sub- 
ject to the proviso, also, that applicant shall be under no obligation 
to enter into employment contracts with vendors, shall not enter into 
a contract with any one of them covering a period of more than one 
year from the consummation date of the purchase, and shall not pay 
compensation for any such employment at an annual rate in excess of 
$10,000. The loss which Lehman Brothers will suffer from this treat- 
ment of the matter will be a loss which they risked when they assumed 
the option obligations. 

The conclusions herein are without prejudice to any action which 
we may find it legally practicable and desirable to take under the pro- 
visions of section 222 of the act, a matter which is receiving considera- 
tion. 

We find that the acquisition of control by Keeshin Transcontinental 
Freight Lines, Inc., or Seaboard Freight Lines, Inc. (Connecticut), and 
its subsidiaries, Seaboard Freight Lines, Inc. (Massachusetts), S. F. L., 
Inc. (New York), and United Motor Lines, Inc. (Connecticut), by pur- 
chase of their capital stock, upon the terms and conditions set forth in 
the application modified as above indicated, which we find will be just 
and reasonable as so modified, will be consistent with the public in- 
terest, and that the conditions of section 213 of the motor carrier act, 
1935, has been or will be fulfilled. 


Commissioner Caskie, concurring, said he would be unable 
to concur in this report were it not for the fact that the ques- 
tion of whether control in a common interest of the Seaboard 
companies was acquired prior to the filing of the instant appli- 
cation, in violation of section 213 of the act, and whether 
proceedings should be instituted under section 222, is reserved 
for further investigation and consideration. 


MOTOR ORDERS EFFECTIVE 


The following recommended orders have become effective 
as of March 3: MC 50450, Ernest Mathews, common carrier 
application; MC 50616, Martin Reagan, common carrier appli- 
cation; MC 86065, Leonard Hoskins, common carrier applica- 
tion; MC 86188, Emanuel Alboum, contract carrier application; 
MC 50800, Paul A. Tompkins, common carrier application, as of 
March 4; MC 50638, Melvin J. Robinson, contract carrier ap- 
plication, as of March 4; MC 50621, John F. Reed, contract 
carrier application, as of March 4; MC 50275, Reuben and Hattie 
Hanstine, common carrier application, as of March 4; MC 50278, 
M. T. Hastings, common carrier application, as of March 4; 
MC 50017, Harold W. Greenaker, contract carrier applica- 
tion, as of March 4; and MC 50015, Alvin Peter Fitzer, contract 
carrier application, as of March 5; MC 78650, Percy D. Hines, 
broker application, as of March 4; MC 17732, Andrew P. Kee- 
gan, contract carrier application, as of March 4; MC 23482, 
Gotham Consolidating Corporation, broker application, as of 
March 4; MC 50067, Roy Arthurs, common carrier application, 
as of March 8; MC 50543, Alf Peter Olson, contract carrier 
application, as of March 8; MC 50734, Lee Speirs, common 
carrier application, new operation, as of March 8. 


MOTOR SERVICE AUTHORIZED 
The Commission, by division 5, has issued a certificate in 
MC 2213, application of Arthur K. Jordan, Erroll, N. H., dba 
The Commission, by division 5, has issued certificates in 
Jordan’s Express, effective April 12; MC 904, application of 
David J. Williams, Malad City., Ida., dba Williams Transpor- 
tation, effective April 16; MC 1604, application of George E. 
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Roethemeyer, Rosebud, Mo., dba Roethemeyer Truck Service 
effective April 16. 

The Commission, by division 5, has issued a permit in MC 
229, application of Anton Kleeman, St. Joseph, Mo., effective 
April 17, and certificates in MC 988, application of C. y 
Breckenridge and Earl Zuel, Louisburg, Kan., dba Brecken. 
ridge & Zuel; MC 2136, application of Clemans Truck Line, Ine, 
South Bend, Ind.; MC 2383, application of William Terah 
Thomas, Ringgold, Ga., dba W. T. Thomas Bus Line; MC 2822 
application of Jacob C. Jones, Felton, Pa.; and MC 3258, appli- 
cation of Roy R. Treloar, Chicago, Ill., dba Treloar Trucking 
Co., effective April 17. 

The Commission, by division 5, has issued certificates jn 
MC 1353, application of M. H. Hummell, Allentown, Pa., dba 
Hummel Warehouse Trucking Co., effective April 16; MC 1611, 
application of Leon Foree, Paris, Mo., effective April 16; Mc 
1804, application of Cecil Wilber Duver and Wesley Flory, 
Lawrence, Kan., dba Duver and Flory, effective April 16; and 
MC 1847, application of David T. Kenney, Providence, R. I, 
effective April 16. 


C. F. A. TRUCK RATES 


The schedule of regional meetings of member and non- 
member truck operators to be held by the Central States Motor 
Freight Bureau in an effort to reduce the truck commodity 
tariffs in C. F. A. Territory to five publications (see Traffic 
World, March 6, p. 493) got under way at Detroit, March 18, 
under the chairmanship of D. R. Ryan, member of the bureau's 
standing rate committee. The Detroit meeting was scheduled 
to last through March 20. 

The largest of the meetings was expected to be that set for 
the Stevens Hotel, Chicago, March 22, 23 and 24, at which C. L. 
Lawson, chairman of the standing rate committee, will preside. 
At that meeting commodity rates from Illinois points, Missis- 
sippi River crossings in Iowa and Missouri and central Wiscon- 
sin points to all points in C. F. A. territory will be considered. 

Other meetings on the schedule, at all of which either Mr. 
Lawson or Mr. Ryan will preside, are: 


Madison, Wis., Hotel Lorraine, March 26; Indianapolis, Hotel Lin- 
coln, March 29, 30 and 31; Louisville, place not yet selected, April 1 
and 2; St. Louis, Hotel York, April 5, 6, 7 and 8: Cincinnati, Nether- 
lands Plaza Hotel, April 9; Columbus, Hotel Deschler, April 12 and 13; 
Cleveland, Hotel Statler, April 20, 21 and 22; Kalamazoo, Hotel Colum- 
bus, April 26. 


MOTOR ORDERS STAYED 


The Commission, by division 5, has stayed until its further 
order the recommended orders made in the following motor 
carrier cases: I. & S. M-38, Blowers Transfer Co., minimum 
charges; MC 32236, Philadelphia & Providence Despatch, com- 
mon carrier application; MC 50487, Roy Michael, common car- 
rier application; MC 50659, Marlin E. Runyan, contract carrier 
application; MC 50725, Albert M. Smith, contract carrier 
application; MC 50959, Cincinnati, Newport & Covington Rail- 
way Co. common carrier applications; MC 50576, J. Loren 
Pendrigh, contract carrier application; MC 50449, George 
Masler, common carrier application; MC 50062, Conrad A. 
Anderson, contract carrier application; MC 50215, Avery Eaton, 
common carrier application; MC F-42, Great Southern Truck- 
ing Co. purchase of operating rights and property of National 
Convoy & Trucking Co.; MC F-54, K. & L. Transportation Co., 
Inc., purchase of operating rights and property of Gamble 
Motor Express, Inc.; and MC F-64, Santa Fe Transportation 
Co., purchase of operating rights of R. T. Howard, dba Ocean- 
side Truck & Transfer Co.; MC 1893, Frank Matthews, com- 
mon carrier operation; MC 30633, Lee Speirs, common carrier 
application; MC 31440, Maine Central Transportation Co., ex- 
tension of operations; MC 50731, Charles M. Smythe, Jr., com- 
mon carrier application; MC 50919, Frank Matthews, motor 
bus application; MC 70947, Mount Hood Stages, Inc., common 
carrier application; MC 70947, Mount Hood Stages, Inc., ex- 
tension of operations; MC 5459, application of Herman O. E. 
Lagerberg, Keene, N. H., dba Bartlett’s Express and MC 7953, 
application of Dallas J. Peterson, Rochester, N. H. 


RAIL AND HIGHWAY CROSSINGS 


Secretary of the Interior Ickes has announced award of 
contract for construction of three highway crossings and one 
railroad crossing over the All-American Canal in the vicinity 
of Calexico, Calif., to the Lewis-Chambers Construction Com- 
pany of New Orleans, La., on its bid of $106,528.50. 7 

The siphons and bridges involved are those which will 
serve the Calexico-Yuma highway about two miles northeast 
of Calexico; Imperial Avenue one mile north of Calexico; the 
Calexico-Seeley highway two miles west of Calexico; and the 
main line Southern Pacific Railroad and the highway one mile 
northwest of Calexico. 
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SIZE AND WEIGHT OF VEHICLES 


Editor The Traffic World: 

We shall appreciate your publishing this letter in the next 
issue Of The Traffic World. 

Our attention has been called to a letter by Mr. C. Peyton 
Collins in The Traffic World of February 13. In that letter Mr. 
Collins gave his opinion regarding use of public highways by 
trucks. The letter of Mr. Collins probably represents his views 
on the matter, but the article was written without the knowl- 
edge, consent, or approval of any of the members of the Ken- 
tucky Railroad Commission. The article does not represent 
the view of the members of the Railroad Commission and, as 
a matter of fact, the Commission has no views on the use of 
the highways because the later does not fall within the province 
or jurisdiction of the Railroad Commission. 

Mr. Collins at any time can give his personal view on any 
matter, and we are sorry that in so doing, he, on February 4, 
used his title as an employe of the Kentucky Railroad Commis- 
sion. We want your readers to know that the Kentucky Rail- 
road Commission knew nothing of the article written by Mr. 
Collins until it was published in The Traffic World, and that 
it does not represent the views of the Kentucky Railroad Com- 
mission. 

Kentucky Railroad Commission, 
Robert E. Webb, Chairman, 
Frank L. McCarthy, 
C. C. Stanfill. 
Frankfort, Ky., March 13, 1937. 





Editor The Traffic World: 

I inadvertently overlooked mentioning the fact that my let- 
ter of February 4 was written as an individual and reference to 
the Railroad Commission was made purely for identification. The 
expressions contained therein represent my private views and 
not official opinions and are to be divorced entirely from any 
connection with the Railroad Commission of Kentucky. In order 
to make this clearly understood I will in this letter and in any 
future communications of this nature omit my official title from 
such communications. 

It is significant to note that both answers to this letter 
came from representatives of trucking organizations in the state 
of Florida where they are seeking an injunction against enforce- 
ment of a weight limitation similar to that in effect within the 
state of South Carolina. As I have no intention of arguing with 
these gentlemen I will not attempt to answer their preponderance 
of ramifications. 

I would like to state, however, that I am a student in trans- 
portation matters and have not reached that state of perfection 
which Mr. Steadman implies from his letter that he has attained, 
but I find this field to be so broad that I continue to learn new 
things daily. 

My letter was written because I believe the states are within 
their rights in enacting and enforcing laws restricting the size 
and weight of commercial vehicles operating on the highways and 
such enforcement should not be enjoined by federal courts, be- 
cause the state alone should decide to what extent these com- 
mercial vehicles are to discriminate in size and weight against 
the private automobile owner. Inasmuch as the average auto- 
mobile loaded would not exceed 3,500 pounds, the private auto 
owner is placed at a considerable disadvantage even on the basis 
of only 20,000 pounds gross weight, and a width of 96 inches, 
which represent a difference of approximately six times as much 
in weight and 40 per cent greater in width and considering the 
fact that it is impossible to visualize the road way from behind 
these trucks the auto is placed at considerable disadvantage from 
such operation upon the same highway. As the size and weight of 
these vehicles increase, the disadvantage increases correspond- 
ingly, and incidently for the benefit of Mr. Wolfe, the private 
autoist is also a part of the public and such regulations should 
be made to produce the maximum safety in travel for the private 
automobile owner. 

__ I would like to mention two highway accidents that stand out 
vividly in my memory. My wife barely missed a serious accident 
when a Greyhound bus skidded broad side in front of her car. 
She luckily was driving but twenty-five miles an hour, and 
avoided the oncoming bus by turning into the ditch. The car was 
damaged and she suffered a severe shock at that; and then just 
last year a truck carrying a large iron casting was rounding a 
curve at the same time a private auto passed it going in the op- 
posite direction. This iron casting slid from the truck on to the 
= demolishing the car and killing the drive, an innocent young 
ady. 

The theory of the balloon tire is that, by using a larger tire, 
less pressure is required. Since the tires used on trucks and 

Usses are so much larger than on private autos the pressure 
should be correspondingly lower. However, this isn’t true but 
the pressure is from 90 to 100 per cent greater even here in Ken- 
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tucky where the laws are more considerate to the needs of the 
autoist. So it follows that, since these tires carry so much more 
pressure, they must render an enormous shock to the highways 
causing damage and destruction to our roads far beyond those 
caused by the private auto. Any one using the highway is familiar 
with the fact that busses and numerous trucks travel at speed 
comparable with those of the private auto and that the speed is 
increasing for both types of vehicles. 

There has been considerable agitation recently with respect 
to size and weight restrictions imposed by the various states. In 
Texas 7,000 pounds is the maximum load limit yet a District 
Court refused to grant an injunction against its enforcement. In 
Illinois where an injunction is temporarily in effect the load limit 
is 40,000 pounds, and South Carolina has taken their litigation 
to the Supreme Court. 

The private autoist has been tolerant and kept silent but he 
is far from satisfied with the present system of highway opera- 
tions. As the restrictions in sizes and weights are broadened dis- 
satisfaction will increase and the need for a separation of the com- 
mercial from the private vehicle will become more apparent. 

This would result in an ideal arrangement for both operators. 
There are numerous advantages to be gained from a separation. 
For instance the commercial vehicle could speed up service and 
operate with less delays and at lower expense for loss and damage 
caused by accidents. Their highways could be planned and con- 
structed to best meet their individual requirements and to per- 
mit operation of larger and greater weight carrying vehicles even 
to permitting the running of trains if they so desired. Eventually 
a separation will come. Therefore I believe it to be to the great- 
est advantage of all to plan and work with this goal in view. 

C. Peyton Collins. 

Frankfort, Ky., March 17, 1937. 


SUPERHIGHWAY COMMISSION 


Senator Neely, by request, has introduced S. J. Res. 106 
creating a “Transcontinental Superhighways Commission” to 
study and make a report on a proposed transcontinental super- 
highway from coast to coast and from the Great Lakes to the 
Gulf of Mexico. 


WATER CARRIER AGREEMENTS 


The following described action has been taken by the Mari- 
time Commission on agreements filed pursuant to the provisions 
of section 15 of the shipping act, 1916, as amended: 


Agreements Approved 


Conference 79-11 between Hammond Shipping Company, Ltd., Luck- 
enbach Steamship Company, Inc., McCormick Steamship Company 
et al., reducing from $3,500 to $1,000 the amount of penalty deposit 
required of member lines of the Pacific Coastwise Conference operat- 
ing exclusively between ports in one state. 

Conference 79-12 between American-Hawaiian Steamship Company, 
McCormick Steamship Company, Pacific Steamship Lines, Ltd., and 
the other carriers comprising the membership of that conference re- 
lieving Pacific Steamship Lines, Ltd., in part from conference expenses 
during the period between notice of its resignation from conference 
membership and the effective date of such withdrawal. 

Conference 79-13 between American-Hawaiian Steamship Company, 
Williams Steamship Corporation, McCormick Steamship Company et al., 
deleting from agreement of the Pacific Coastwise Conference provision 
defining the basis of Williams Steamship Corporation’s participation 
therein. 

5538 between Mitsubishi Shoji Kaisha, Ltd., and American-Ha- 
walian Steamship Company providing for the transportation of cargo 
under through bills of lading from Japan to United States Atlantic 
Coast ports, with transhipment at Los Angeles Harbor, San Francisco, 
Portland, or Seattle. 

5693 between Sudden & Christenson (Arrow Line) and Richmond 
Navigation & Improvement Co., providing for the transportation of 
cargo under through bills of lading between United States Atlantic 
Coast ports and San Francisco, Alameda, Oakland, and Richmond, 
Calif., with transhipment at any one of the California points named. 

5694 between American-Hawaiian Steamship Company and Rich- 
mond Navigation & Improvement Co., providing for the transporta- 
tion of cargo under through bills of lading between United States 
Atlantic Coast ports and San Francisco, Alameda, Oakland, and Rich- 
mond, Calif., with transhipment at any one of the California points 
named. 

5714 between Calmar Steamship Corporation and Richmond Navi- 
gation & Improvement Co., providing for the transportation of cargo 
under through bills of lading between United States Atlantic Coast 
ports and San Francisco, Oakland, Alameda, and Richmond, Calif., 
with transhipment at any one of the California points named. 

5722 between Wisconsin & Michigan Steamship Company and Great 
Lakes Transit Corporation providing for a cooperative working ar- 
rangement for the transportation of automobiles between Detroit and 
westbank Lake Michigan ports. 

5725 between American Line Steamship Corporation and the At- 
lantic Transport Company of West Virginia (Panama Pacific Line) 
and Richmond Navigation & Improvement Co., providing for the trans- 
portation of cargo under through bills of lading between United States 
Atlantic Coast ports and San Francisco, Alameda, Oakland, and Rich- 








































































































































PAGE 612 


mond, Calif., with transhipment at any one of the California points 
named. 

5728 between Dollar Steamship Lines, Inc., Ltd., and Richmond 
Navigation & Improvement Co., providing for the transportation of 
cargo under through bills of lading between United States Atlantic 
Coast ports and San Francisco, Alameda, Oakland, and Richmond, 
Calif., with transhipment at any one of the California points named. 

5733 between Nippon Yusen Kaisha and American-Hawaiian Steam- 
ship Company providing for the transportation of cargo, with the 
exception of silk, under through bills of lading from China, Japan, 
and the Philippine Islands to United States Atlantic Coast ports, 
with transhipment at Seattle. 

5735 between the Ocean Steam Ship Co., Ltd., the China Mutual 
Steam Navigation Co., Ltd., and Luckenbach Gulf Steamship Company, 
Inc., providing for the transportation of cargo under through bills 
of lading from China, Hongkong, and Japan to United States Gulf 
of Mexico ports, with transhipment at Los Angeles Harbor, San Fran- 
cisco, Portland, or Seattle. 

5737 between the Ocean Steam Ship Company, Ltd., the China 
Mutual Steam Navigation Company, Ltd., and American-Hawaiian 
Steamship Company providing for the transportation of cargo, with 
the exception of silk, under through bills of lading from Hongkong, 
China, and Japan to United States Atlantic Coast ports, with tran- 
shipment at Los Angeles Harbor, San Francisco, Portland, or Seattle. 


Agreements Canceled 


1682 between Isbrandtsen-Moller Company, Inc., and Luckenbach 
Steamship Company, Inc., providing for the transportation of cargo 
under through bills of lading from the Orient to Atlantic Coast ports, 
with transhipment at San Francisco or Los Angeles Harbor. 

1996 between Compagnie Generale Transatlantique (French Line) 
and Armement Deppe, S. A., providing for a joint service between 
United States Gulf and South Atlantic ports and Atlantic ports in France 
and Belgium. 

2157 between Luckenbach Steamship Company, Inc., and Silver 
Line, Ltd., providing for the transportation of cargo under thiough 
bills of lading from United States Atlantic Coast ports to Japan, China, 
the Philippine Islands, the Dutch East Indies, the Straits Settlements, 
and Ceylon, with transhipment at Los Angeles Harbor or San Fran- 
cisco. 

2158 between Luckenbach Steamship Company, Inc., and Silver 
Line, Ltd., providing for the transportation of cargo under through 
bills of lading from United States Atlantic Coast ports to the Philip- 
pine Islands, the Dutch East Indies, the Straits Settlements, and India, 
with transhipment at Los Angeles Harbor or San Francisco. 

2163, as amended, between Mitsubishi Shoji Kaisha, Ltd., and 
American-Hawaiian Steamship Company, which has been superseded 
by 5538. 

4320 between Wills Navigation Company and Pacific-Atlantic Steam- 
ship Company (Quaker Line) providing for the transportation of 
shingles under through bills of lading from British Columbia ports to 
United States Atlantic Coast ports, with transhipment at Seattle. 

4321 between Wills Navigation Company and States Steamship 
Company (California-Eastern Line) providing for the transportation 
of shingles under through bills of lading from British Columbia ports 
to United States Atlantic Coast ports, with transhipment at Seattle. 

4549 between Sudden & Christenson (Arrow Line) and Richmond 
Navigation & Improvement Co., which has been superseded by 5693. 

4567 between Dollar Steamship Lines, Inc., Ltd., and Richmond 
Navigation & Improvement Co., which has been superseded by 5728. 

4615 between the Ocean Steam Ship Company, Ltd., the China 
Mutual Steam Navigation Company, Ltd., and American-Hawaiian 
Steamship Company, which has been superseded by 5737. 

4655 between Calmar Steamship Corporation and Richmond Navi- 
gation & Improvement Co., which has been superseded by 5714. 

4720 between the Ocean Steam Ship Co., Ltd., the China Mutual 
Steam Navigation Co., Ltd., and Luckenbach Gulf Steamship Com- 
pany, Inc., which has been superseded by 5735. 

4805 between Nippon Yusen Kaisha and American-Hawaiian Steam- 
ship Company, which has been superseded by 5733. 

5329 between American Line Steamship Corp. and the Atlantic 
Transport Company of West Virginia (Panama Pacific Line) and 
Richmond Navigation & Improvement Co., which has been superseded 
by 5725. 


STORAGE OF IMPORT PROPERTY 


The Port of New York Authority in exceptions to the pro- 
posed report in Maritime Commission No. 221, storage of import 
property (see Traffic World, Feb. 20, p. 393), makes the points 
that the report makes findings only with respect to New York, 
although the investigation embraced all north Atlantic ports; 
that it proposes to reduce the free time at New York which 
would make it less, in some instances, than the free time now 
in effect at other ports, to the undue prejudice and disadvantage 
of New York; and that the report is silent as to the charges, if 
any, to be imposed after the expiration of the free time. 


To the extent the suggested order fixes a free time at New 
York which is not less than at competing ports, the Port Author- 
ity, without conceding the statutory right of the Maritime Com- 
mission to enter the proposed order, says it refrains from filing 
exceptions because the prescription of a maximum free time 
limit is in accord with its policy. It excepts only to the undue 
preference and advantage of competing ports. 

The Boston Port Authority, City of Boston, Baltimore Asso- 
ciation of Commerce, Norfolk, Va., Port-Traffic Commission and 
Joint Executive Transportation Committee of Philadelphia Com- 
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mercial Organizations except to the failure of the examiners to 
recommend that the Maritime Commission require respondents 
to establish, file and observe reasonable storage rates or charges 
to apply on such import commodities as may be held on their 
piers or other terminal facilities at New York harbor after the 
expiration of the period of free time. They said that for the 
proper enforcement of section 17 of the shipping act it was im. 
perative that the Maritime Commission know what rates or 
charges were imposed for the storage of import commodities op 
the respondents’ piers or other terminal facilities after the 
expiration of the free time. If the filing of the charges was not 
required, they added, the task of enforcement would be im. 
measurably increased. 

Fully approving the findings of the examiners as far as they 
went, the Warehousemen’s Association of New York said it felt 
that the report should be amplified by the addition of a penalty 
charge so as to force consignees to remove their goods from the 
docks within the ten-day free time period; that the penalty 
charge on goods held on dock beyond the free time be at least 
equal to the schedule now in effect in the intercoastal trade, with 
the exception that the rate be made on the basis of the weight 
or measurement ton, whichever is higher, as is the custom in the 
foreign shipping trade; that the penalty charges be made uniform 
and applied against all goods on the dock after free time and 
applied alike by all carriers by water in foreign trade; that the 
carriers be required either to assess the penalty charges on 
goods held on the dock after the free time or have them removed 
immediately to a public warehouse; and other provisions to 
prevent, as it said, a return of the condition complained of and 
found, in the report, to exist. 

Steamship lines filed three exceptions. The first was that 
the proposed order did not apply to all competitive carriers, ter- 
minal operators and ports and would result in undue preference 
of the services not embraced; that the report was silent as to 
situations beyond the control of the respondents; and that the 
proposed order in respect of arrival notices, exceeded the powers 
of the Maritime Commission and was not substantiated by a find- 
ing that the present practices of the respondents in that respect 
were unreasonable. The steamship lines said they agreed that 
wasteful practices in connection with the holding of cargo on 
piers should be eliminated but not by an order which discriminated 
in its application to competitive situations. They also made the 
point that the report applied only to New York although the 
record showed that undue preference and prejudice would thereby 
result. The steamer lines asked for oral argument. 

Arguing in support of eight exceptions filed in its behalf, the 
Merchandise Division, American Warehousemen’s Association, 
said the importance and significance of the findings in this pro- 
posed report were such it was believed and urged that this docket 
should not be deemed closed by the publication of the proposed 
order. It asserted that these unreasonable practices had been con- 
tinuous in their occurrence. It will take a great amount of time, 
the argument says, to clear up all of the matters and things 
directly or indirectly related thereto. These matters and things, 
it adds, are of such prejudice as between ports, and as between 
respondents and other persons subject to the act that “we be- 
lieve it is the obligation and duty of the United States Maritime 
Commission to deal with this docket in such fashion that there 
may be no question whatsoever with regard to the rectification 
of the practices previously complained of and found in this pro- 
posed report to be discriminatory.” 

The Green Coffee Association of New York City, Inc., ex- 
cepted to the report on account of its failure to make recom- 
mendations for ports other than New York and failure to recom- 
mend action on the part of the water carriers after the expiration 
of the free time. The association said it repeated its stand that 
some regulation was desirable but prayed that when such regu- 
lations were fixed that they be reasonable, “with proper reg 
for the peculiarities of the commodity involved and that they 
also be made uniform at all ports of the United States.” 


MARITIME COMMISSION HEARINGS 


L. C. Nelson, acting director of the division of regulation 
of the Maritime Commission, has assigned for hearing No. 408, 
American-Hawaiian Steamship Co. et al. vs. Shepard Steamship 
Co. et al., April 13, at New York before Examiner Robert M. 
Furniss. A proposed report will be issued. 

Further hearing in No. 182, in the matter of fares and 
charges for transportation by water of passengers and baggage 
between the United States and Puerto Rico and practices relat- 
ing thereto, will be held May 4 at New York before Examiner 
John A. Russell. A proposed report will be issued. 

Hearing will be held in No. 419, Neuss, Hesslein & Co., Inc., 
vs. Grace Line, Inc., et al., at New York April 7 before Examiner 
Cc. O. Arthur. A proposed report will be issued. 

Further hearing will be held in No. 215, Roberto Her- 
nandez, Inc., vs. Arnold Bernstein Steamship Co., Inc., et al., 
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WATER CARRIER REGULATION 


The Traffic World Washington Bureau 


Regulation by the Commission of water carriers in domestic 
commerce of the United States along lines similar to that 
applied to rail and motor carriers, in many respects, and 
regulation by it also of carriers in foreign commerce as provided 
in existing law, were advocated March 15 by Commissioner 
Eastman before the House committee on merchant marine and 
fisheries at the opening of hearings on proposed water carrier 
regulation legislation. 

As to carriers in foreign commerce Mr. Eastman said the 
intent was only to have transferred to the Commission the 
regulatory powers now vested in the Maritime Commission. He 

inted out that the merchant marine act, 1936, gave the 
President the power to transfer those powers to the Interstate 
Commerce Commission at the end of two years after June 29, 
936. 
, Though the hearing was originally set for H. R. 3615, 
the Ramspeck bill—an early edition of the Eastman water 
carrier measure—Chairman Bland announced that the measure 
before the committee for consideration was S. 1400, introduced 
by Chairman Wheeler in the Senate recently, with changes sug- 
gested therein by the Commission. The text of S. 1400 is iden- 
tical with S. 1632 as it was reported to the Senate in the 
Seventy-fourth Congress by the Senate interstate commerce 
committee. S. 1632 was considered on the floor of the Senate 
and a number of amendments were adopted but the measure 
was not finally acted on. S. 1400, Commissioner Eastman ex- 
plained, did not contain the amendments adopted on the floor 
of the Senate, nor the amendments recommended by him as 
Federal Coordinator of Transportation before the House com- 
mittee March 3, 1936. He said certain further amendments 
should be made owing to creation of the Maritime Commission. 

The question of regulating wharfingers would be taken up 
later, said Chairman Bland, and dealt with separately. The 
Commission’s bill on that subject, introduced by the chairman, 
is H. R. 5527. Pigs 

Commissioner Eastman, as chairman of the Commission’s 
legislative committee, approved on behalf of the Commission 
S. 1400 as revised by the Commission, and the wharfinger bill. 
The latter, however, is not now up for consideration, the Com- 
mission having recommended that the matter be dealt with 
separately. 


Amendments 


Many of the amendments suggested in S. 1400, said Mr. 
Eastman, were no more than typographical corrections or Im- 
provements in phraseology, but others were of more impor- 
tance. The latter include the following: 


Page 5, lines 17-19, strike the sentence beginning in line 17. This 
is a sentence which belonged to the wharfinger provisions which have 
been eliminated from this bill, and it should have been eliminated 
along with them. 

Page 6, lines 3-5, strike the clause from the comma in line 3 to 
the comma in line 5. This clause would extend regulation to trans- 
portation between places in the same territory or possession (equiv- 
alent to intrastate transportation). Such transportation was excluded 
in the motor carrier act, 1935, and there seems no particular need 
for including it here. 

Page 6, line 16, insert after the colon the following: 

“Provided, That the transportation of passengers or property to 
or from a place in the Philippine Islands or to or from a place in 
the Canal Zone shall be deemed transportation in foreign commerce 
and subject to the provisions of this part applicable to common car- 
riers by water in foreign commerce: Provided, further, however, That 
transfer or transhipment of passengers or property at the Canal Zone 
shall not affect the character as interstate commerce, within the mean- 
ing of this part, of transportation of such passengers or property be- 
tween places in the United States or its territories or possessions.’’ 

This was one of the amendments adopted on the floor of the 
Senate in 1935. 

Page 13, line 17, after the word ‘‘water’’ insert the following, set 
off by commas: ‘‘not excluded from all the provisions of this part 
pursuant to section 302 (b),’’.. This was another amendment adopted 
on the floor of the Senate. 

Page 20, lines 11-12, for ‘‘ninety days,’’ substitute ‘‘one year.”’ 
this and the two following amendments were adopted on the floor 
of the Senate. 

Page 20, lines 24-25, strike the words ‘‘ninety-day period of limita- 
ion in subparagraph (2) or of the.” 
eae 23, line 19, change the period to a colon and add the fol- 

jing: 

“Provided further, That without limiting the power and authority 
vested in the Commission, it shall be unlawful for any interstate 
common carrier by water by means of coercion, whether directly or in- 
directly, or through the medium of an agreement, conference, as- 
Soclation, understanding, or otherwise, to prevent or attempt to pre- 
vent any other such carrier from serving any port accessible to ocean- 
going vessels, situated on any improvement project authorized by 
the Congress, or through it by any other agency of the federal gov- 
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ernment, lying within the limits of continental United States at the 
same rates which it charges at the nearest port regularly served 
by it.’’ 

This amendment is desired particularly by the ‘‘inner’’ ports in 
California, like Stockton or Sacramento. They fear a conspiracy to 
prevent steamship companies from serving these ports at the same 
rates as are accorded San Francisco. Whether or not they ought to 
have the same rates, there is no reason why a conspiracy or coercion 
preventing such service should not be made unlawful, leaving the mat- 
ter to regulation by the Commission. The amendment safeguards 
such jurisdiction. A similar provision is found in section 205 of the 
merchant marine act, 1936. 

Page 24, lines 2 and 6, substitute for ‘in 1934’’ the words ‘“‘prior 
to the date of the enactment of this part.’’ This was an amendment 
adopted on the floor of the Senate. 

Page 24, line 20, add the following sentence: 

**‘Whenever any interstate common carrier conditionally exempted 
by the provisions of section 302 (b) shall, by order of the Commission, 
be made subject to regulation as provided in this part, the Commis- 
sion shall upon application and without further proceedings, issue a 
certificate to such carrier in operation at the time of its order.”’ 

Under section 302 (b) the Commission may exempt certain common 
carriers from regulation, but may also rescind such action later on. 
The proposed amendment is designed to provide the carrier with the 
necessary certificate in the latter event. 

Page 25, lines 1-10, strike this sentence. It was made unnecessary 
by the amendment on the floor of the Senate, which gives certificates 
to those operating ‘‘prior to the date of the enactment of this part’ 
instead of to those operating ‘‘in 1934.’’ 

Page 26, line 24, and page 27, line 2, substitute for ‘‘in 1934’’ 
the words ‘‘prior to the date of the enactment of this part.’’ This 
was an amendment adopted on the floor of the Senate. 

Page 27, line 14, insert after the period this sentence: 

‘“‘Whenever any interstate contract carrier conditionally exempted 
by the provisions of section 302 (b) shall, by order of the Commission, 
be made subject to regulation as provided in this part, the Com- 
mission shall, upon application and without further proceedings, issue 
a permit to such carrier in operation at the time of its order.”’ 

The explanation is the same as for the sentence which it is pro- 
posed to add in line 20, page 24. 

Page 27, lines 14-23, strike this sentence. The explanation is the 
same as for the striking of the sentence in lines 1-10, page 25. 

Page 28, lines 5-6, strike the words ‘‘from the application or 
from any hearing held thereon.’’ These words do not appear in the 
corresponding paragraph dealing with certificates, section 310 (c), 
and should either be omitted here or inserted there. They seem 
unnecessary. 

Page 29, lines 12-24, and page 30, lines 1-4, strike this paragraph. 
‘rhere has been considerable opposition to this power to revoke cer- 
titicates or permits. It was amended, along lines followed in the 
motor carrier act, 1935, to make it less objectionable, but water 
carriers are more responsible and have more capital tied up than the 
general run of motor carriers, and can be reached effectively through 
tines or injunction proceedings. Therefore, it seems that the para- 
graph could be omitted without substantial loss. 

Page 30, line 23, after ‘‘water’’ insert ‘‘or interstate contract 
carrier by water.’’ The Senate committee eliminated provisions which 
would have authorized the consolidation, etc., of contract carriers 
with each other or with common carriers, but, by striking out the 
words above indicated, left a loophole for the acquisition of common 
carriers by contract carriers, by reason of the broad definition of 
‘‘person’’ in section 303 (a). Therefore the words should be restored. 

Page 34, lines 19-25, strike this proviso. It is now unnecessary, 
because the provisions of securities act, 1933, so far as they relate 
to securities issued by any common or contract carrier under Inter- 
state Commerce Commission regulation, were repealed by the motor 
carrier act, 1935. 

Page 35, line 12, strike the period and add ‘‘in relation to facilities, 
service, or traffic affected by the provisions of this part.’’ This limita- 
tion seems desirable in the light of similar provisions in part I of the 
interstate commerce act and in the shipping act, 1916. 

Page 37, line 8, after this line, insert the following new paragraph: 

“*(c) The Commission may suspend or modify its orders upon 
such notice and in such manner as it shall deem proper.’’ 

Section 16 (5) of part I, included in section 318 (a) by reference, 
relates to the service of orders and is superfluous in view of the pro- 
visions of section 317 (a). Section 16 (6) of part I, also included in 
section 318 (a) by reference, likewise relates to orders and belongs 
in section 317. It is set out above as a new paragraph (c). 

Page 37, line 17, after this line, insert the following new paragraph: 

‘*(e) It shall be the duty of every water carrier, its agents, and 
employes to observe and comply with such orders so long as the 
same shall remain in effect.’’ 

This is the substance of section 16 (7) of part I, included in section 
318, (a) by reference. It relates to orders and should be set out in 
section 317. 

Page 37, lines 19-20, strike ‘‘section 16 (5), (6), (7), (8), (9), (10), 
(12), and (13).’’ The reasons for eliminating reference to paragraphs 
(5), (6), and (7) of section 16 of part I are given above. Paragraphs 
(8), (9), and (10) contain forfeiture provisions which seem unneces- 
sary in view of the provisions of section 318 (b) and section 319 (a). 
The reasons for eliminating reference to pragraphs (12) and (13) are 
given below. 

Page 38, line 5, strike ‘‘or registration.’’ This was an amendment 
adopted on the floor of the Senate. 

Page 38, lines 4 and 6, in line 4 after “‘thereunder’”’ insert ‘‘(except 
an order for the payment of money),”’ and after ‘‘States,’’ in line 6 
insert a comma and the words “‘or, in case of an order of the Commis- 
sion, any party injured by the failure to comply therewith or the 
violation thereof.’’ These changes incorporate the substance of section 
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16 (12) of part I, reference to which in section 318 (b) is above elimi- 
nated. 

Page 39, line 3, after this line, insert the following new paragraph: 

““(d) The copies of schedules and classifications and tariffs of 
rates, fares, and charges, and of all contracts, agreements, and ar- 
rangements of water carriers filed with the Commission as herein pro- 
vided, and the statistics, tables, and figures contained in the annual 
or other reports of carriers made to the Commission as required under 
the provisions of this part shall be preserved as public records in 
the custody of the secretary of the Commission and shall be received 
as prima-facie evidence of what they purport to be for the purpose 
of investigations by the Commission and in all judicial proceedings; 
and copies of and extracts from any of said schedules, classifications, 
tariffs, contracts, agreements, arrangements, or reports, made public 
records as aforesaid, certified by the secretary, under the Commis- 
sion’s seal, shall be received as evidence with like effect as the 
originals.’’ 


This is the substance of section 16 (13) of part I, reference to 
which in section 318 (b) is above eliminated. 


Page 45, lines 7-15, insert a comma after ‘‘amended’’ in line 7, 
and substitute for what follows thereafter, down to and including 
**1933"’ in line 15, the following: ‘‘and by section 19 of the merchant 
marine act, 1920, as amended, and transferred to the United States 
Maritime Commission by the merchant marine act, 1936,’’. This in- 
corporates an amendment made on the floor of the Senate with certain 
other changes which it is believed should be made, especially in view 
of the merchant marine act, 1936. These references, however, should 
be further checked before the bill is enacted, to make sure that they 
are complete. 


Page 45, line 23, and page 46, line 2, insert ‘‘or the United States 
Maritime Commission’ after ‘‘Board.’’ 

Page 46, line 2, insert after this line the following new paragraph: 

““(b) Without limiting the power and authority vested in the Com- 
mission, it shall be unlawful for any common carrier by water in 
foreign commerce by means of coercion, whether directly or indirectly, 
or through the medium of an agreement, conference, association, un- 
derstanding, or otherwise, to prevent or attempt to prevent any other 
such carrier from serving any port accessible to ocean-going vessels 
situated on any improvement project authorized by the Congress, or 
through it by any other agency of the federal government, lying with- 
in the limits of continental United States at the same rates which it 
charges at the nearest port regularly served by it.” 

This is the same amendment with respect to foreign commerce, 
as is proposed and explained above, with respect to interstate com- 
merce, in line 19, page 23. 


The Pettengill Bill 


Mr. Eastman reviewed powers exercised by the Commis- 
sion affecting water carriers in which discussion of the long- 
and-short-haul clause and the Pettengill repealer were men- 
tioned with the result that Chairman Bland, with the approval 
of his committee, ordered incorporated in the hearings on S. 
1400 Mr. Eastman’s testimony in opposition to the Pettengill 
bill before the House committee on interstate and foreign 
commerce. 

There had been a rapid development of water transporta- 
tion, said the Commissioner, in the period of Commission regula- 
tion to which he reviewed. He made the point that, in one 
way or another, the money for this development had been fur- 
nished by the government. He referred specifically to govern- 
ment loans and sale of vessels at low prices by the government. 

When Representative Culkin, of New York, raised a ques- 
tion as to a period when the railroads were happy to have 
been under regulation by the Commission, Mr. Eastman smiling, 
replied he had never seen the time when the railroads were 
happy or contented under anything. 

The disposition of the railroads at the present time was to 
favor the general principle of regulation, said he, adding that 
other carriers also desired regulation. He said the air carriers 
wanted regulation and that the motor carrier act would not 
have been passed had not the motor carriers wanted regulation. 

Mr. Eastman discussed the allegation that the Commis- 
sion was railroad-minded and said if there was fear on the 
part of Congress as to that in connection with water carrier 
regulation—for which he did not think there was a justifiable 
basis—the regulation proposed could be turned over to the 
Maritime Commission. 


Under the proposed scheme of regulation the commissioner 
said there was no intention to regulate contract carriers except 
where such carriers competed with common carriers. Bulk 
carriers on the Great Lakes and in the coastwise trades, said 
he, thus would be exempted from regulation. He mentioned 
that some of the lake carriers had taken to carrying autos on 
decks and that, in such instances, question as to competition 
might arise. 


Scope of Regulation 


S. 1400, as revised by the Commission, provides for regu- 
lation of rates, fares, charges and practices in interstate trans- 
portation; awarding of reparation; filing of contracts by inter- 
state contract carriers except where exempted; pooling and 
operating agreements; certificates of public convenience and 
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necessity and permits; dual operation of contract and common 
carriers; consolidation, merger and acquisition of contro}. 
issuance of securities; accounts, records and reports; bills of 
lading, etc., as provided in section 20 (11) of the interstate 
commerce act; and collection of rates and charges. 

The first part of S. 1400, as revised by the Commission 
containing general provisions which indicate the nature of the 
regulation proposed, follows: 


Declaration of Policy, Delegation of Jurisdiction, and Repeaj 


Sec. 302. (a) It is hereby declared to be the policy of Congress ty 
regulate transportation by water carriers in such manner as to recog. 
nize and preserve the inherent advantages of, and foster sound ep. 
nomic conditions in, such transportation and among such carriers in the 
public interest; promote adequate, economical, and efficient service by 
water carriers and reasonable charges therefor, without unjust discrimj. 
nations, undue preferences or advantages, and unfair or destructiye 
competitive practices; improve the relations between, and coordinate 
transportation by and regulation of, water carriers and other carriers: 
and develop and preserve a system of transportation by water properly 
adapted to the needs of the commerce of the United States and of the 
national defense. 

(b) The provisions of this part shall apply to the transportation of 
passengers or property by water in interstate and foreign commerce 
to the extent herein provided and the regulation of such transportation 
is hereby vested in the Interstate Commerce Commission: Provided, 
that it is hereby expressly declared to be the policy of Congress to ex. 
clude from the provisions of this part transportation by interstate con- 
tract carriers by water which, by reason of the inherent nature of the 
commodities transported, their requirement of special equipment, or 
their shipment in bulk, is not actually and substantially competitive 
with transportation by interstate common carriers by water in the 
same trade or route; and that the Commission shall proceed imme. 
diately to determine the transportation so to be excluded, and shall 
from time to time make such modification of its findings as may be 
necessary to carry out the policy so declared: Provided further, that 
unless and to the extent that the Commission shall from time to time 
find such application necessary to carry out the policy of Congress de 
clared in paragraph (a) of this section such provisions shall not apply 
to transportation by water in interstate commerce solely within the 
limits of a single harbor or between places in contiguous harbors, 
when such transportation is not a part of a continuous through move 
ment under a common control, management, or to or from a place 
without the limits of any such harbor or harbors, or to transportation 
by ferry or by small craft of not more than fifty tons carrying ca- 
pacity or to vessels carrying passengers only and equipped to carry no 
more than sixteen passengers. 


Definitions 


Sec. 303 (a) The term ‘‘person’’ includes any individual, firm, co- 
partnership, corporation, company, association, joint stock association, 
and any trustee, receiver, assignee, or personal representative thereof. 

(b) The term ‘‘Commission’’ means the Interstate Commerce Com- 
mission. 

(c) The term ‘‘water carrier’’ means any person who or which, 
whether as a common carrier by water or a contract carrier by water, 
transports passengers or property in interstate commerce, or as a com- 
mon carrier by water transports passengers or property in foreign 
commerce, and is not included in the term ‘‘railroad’’ by section 1 (3) 
of part 1. 

(d) The term “‘interstate common carrier by water’’ means any 
water carrier which holds itself out to the general public to transport 
passengers or property, or any class or classes thereof, in interstate 
commerce, for compensation or hire. 

(e) The term ‘‘interstate contract carrier by water’’ means any 
water carrier which transports passengers or the property of others, 
in interstate commerce, for compensation or hire, under a charter, con- 
tract, agreement, or arrangement, but which is not an interstate com- 
mon carrier by water. 

(f) The term ‘‘vessel’’ means any water craft or other artificial 
contrivance of whatever description which is used, or is capable of 
being, or is intended to be, used as a means of transportation by water. 

(g) The term ‘‘facility’’ includes any vessel used by or operated in 
connection with any water carrier in or in connection with transporta- 
tion subject to this part, whether such vessel is owned or operated under 
a charter, contract, agreement, or lease, and any facility, warehouse, 
wharf, pier, dock, yard, grounds, or equipment of any kind operated 
or controlled by any such water carrier and used in or in connection 
with such transportation. 

(h) The term ‘‘transportation’’ includes the use of any and all 
facilities defined above and any and all instrumentalities and facilities 
of shipment or carriage, irrespective of any contract, express or im- 
plied, for the use thereof, and any and all services in or in connection 
with transportation, including the receipt, delivery, elevation, transfer 
in transit, refrigeration or icing, ventilation, storage, and handling of 
property transported or the interchange thereof with any other agency 
of transportation. 

(i) The terms “‘interstate transportation,” or ‘‘transportation in 
interstate commerce,’’ as used in this part, mean transportation of 
persons or property wholly by water, or partly by water and partly by 
railroad or motor vehicle, from one state or territory or possession of 
the United States, or the District of Columbia, to any other state or 
territory or possession of the United States, or the District of Colum- 
bia, whether such transportation be wholly within the United States 
or by way of a foreign port or waters or the high seas; and include 
the use of any and all instrumentalities and facilities embraced in para 
graph (g) of this section. 





March 


(j) 
Rico, nm 
titled © 
other a 
part, alr 
pine Is 
transpo 
Philipp’ 
deemed 
yisions 
comme! 
sengers 
intersta 
tion of 
or its t 
this pa 
the Ph 
of the 
or acts 


Sec 
water | 
missior 
cial ru 
sary t 

(b 
port 0) 
busine: 
which 
to tim 

(Cc) 
reason 
“inter: 
by wa 
carrie} 
and reé 
served 
hearin 

(d 
sion ¢ 
water 
any f 
by wi 
vanta; 
Comin 
to suc 
ment 
sisten 
(a) 0 

(¢ 
or up 
vestig 
provi 
there 
tion, 
with 
order 
missi 
groul 

( 
Com! 
make 
of th 
ful f 
or a 
catio 
eral 
exc 

or r 

or p 

Com 

that 

just 
the 
such 
visic 


icar 
1401 
tion 
reg 


ciat 
toi 
infl 
des 


suc 
che 


ur 








_No. 19 


Common 
Contro]; 
iterstate 


Lmission, 
e of the 


epeal 


Ngress to 
to Tecog. 
UNd eo. 
TS in the 
>rvice by 
discrimj- 
structive 
ordinate 
Carriers: 
properly 
id of the 


tation of 
ommerce 
Dortation 
-rovided, 
Ss to ex- 
tate con- 
e of the 
nent, or 
npetitive 
' in the 
1 imme- 
nd shall 
may be 
er, that 
to time 
ress de- 
ot apply 
thin the 
harbors, 
h move- 
a place 
ortation 
ying ca- 
arry no 


rm, co- 
ciation, 
thereof. 
e Com- 


which, 
Water, 
a com- 
foreign 
n 1 (3) 


ns any 
ansport 
terstate 


ns any 
others, 
‘r, con- 
e com- 


rtificial 
ible of 
water. 
ated in 
sporta- 
under 
house, 
erated 
rection 


nd ail 
cilities 
or im- 
rection 
ansfer 
ing of 
agency 


ion in 
ion of 
tly by 
ion of 
ate or 
‘olum- 
States 
nclude 


para- 








March 20, 1937 


(j) The term ‘‘possession of the United States’’ shall include Puerto 


rico, notwithstanding the provisions of the act of March 2, 1917, en- 
titled ‘An act to provide a civil government for Porto Rico,’’ and any 
other act or acts which are inconsistent with the provisions of this 


part, and any other possession of the United States except the Philip- 
pine Islands and the Canal Zone: And provided further, That the 
transportation of passengers or property to or from a place in the 
philippine Islands or to or from a place in the Canal Zone shall be 
deemed transportation in foreign commerce and subject to the pro- 
yisions of this part applicable to common carriers by water in foreign 
commerce: Provided further, That transfer or transhipment of pas- 
sengers Or property at the Canal Zone shall not affect the character as 
interstate commerce, within the meaning of this part, of transporta- 
tion of such passengers or property between places in the United States 
or its territories or possessions: And provided further, That nothing in 
this part shall be construed to affect the power of the government of 
the Philippine Islands vested in it by the second proviso of section 21 
of the merchant marine act, 1920, as amended, or by any other act 
or acts. 
General Powers and Duties of the Commission 


Sec. 304. (a) It shall be the duty of the Commission to regulate 
water carriers to the extent herein provided, and to that end the Com- 
mission shall have authority to make and amend such general or spe- 
cal rules and regulations and to issue such orders as may be neces- 
sary to carry out the provisions of this part. 

(b) The Commission shall have authority to inquire into and re- 
port on the organization of water carriers and the management of their 
pusiness, and to keep itself informed as to the manner and method in 
which the same is conducted, and to transmit to Congress, from time 
to time, such recommendations as the Commission may deem necessary. 

(c) The Commission may establish from time to time such just and 
reasonable classifications of groups of carriers included in the terms 
‘interstate common carrier by water,’’ or ‘‘interstate contract carrier 
by water,’’ as the special nature of the services performed by such 
carriers shall require; and such just and reasonable rules, regulations, 
and requirements consistent with the provisions of this part to be ob- 
served by the carriers so classified or grouped, as the Commission, after 
hearing, finds necessary or desirable in the public interest. 

(d) Whenever it shall appear from complaint made to the Commis- 
sion or otherwise that the rates, fares, regulations, or practices of 
water carriers engaged in transportation to or from a port or ports of 
any foreign country in competition with interstate common carriers 
by water or interstate contract carriers by water, cause undue disad- 
yantage to such interstate carriers by reason of such competition, the 
Commission may relieve such carriers from the provisions of this part 
to such extent, and for such time, and in such manner as in its judg- 
ment may be necessary to avoid or lessen such undue disadvantage, con- 
sistently with the public interest and the policy declared in section 302 
(a) of this part. 

(e) Upon complaint in writing to the Commission by any person, 
or upon its own initiative without complaint, the Commission may in- 
vestigate whether any water carrier has failed to comply with any 
provision of this part or with any requirement established pursuant 
thereto, and if, after notice of and hearing upon any such investiga- 
tion, the Commission finds that any such carrier has failed to comply 
with any such provision or requirement, it shall issue an appropriate 
order to compel such carrier to comply therewith. Whenever the Com- 
mission is of opinion that any complaint does not state reasonable 
grounds for action on its part, it may dismiss such complaint. 

(f) After a decision, order, or requirement has- been made by the 
Commission in any proceeding under this part, any party thereto may 
make application to the Commission for reconsideration or rehearing 
of the same, or of any matter determined therein, and it shall be law- 
ful for the Commission in its discretion to grant such reconsideration 
or a rehearing if sufficient reason therefor be made to appear. Appli- 
cations for reconsideration or rehearing shall be governed by such gen- 
eral rules as the Commission may establish. No such application shall 
excuse any carrier from complying with or obeying any decision, order, 
or requirement of the Commission, or operate in any manner to stay 
or postpone the enforcement thereof, without the special order of the 
Commission. If, after such reconsideration or rehearing it shall appear 
that the original decision, order, or requirement is in any respect un- 
just or unwarranted, the Commission may reverse, change, or modify 
the same accordingly. Any decision, order, or requirement made after 
such reconsideration or rehearing shall be subject to the same pro- 
visions as an original decision, order, or requirement. 


Farley and Others 


_ Edward P. Farley, chairman of the board of the Amer- 
ican-Hawaiian Steamship Company, appeared in support of S. 
1400, as revised by the Commission. He said he had no objec- 
lion to regulation by the Maritime Commission but he thought 
regulation of all carriers should be in the hands of one body. 

W. P. Levis, of the Clyde Mallory Lines, appeared in sup- 
port of the bill, as amended. 
__ J. H. Ross, of the Inland Water Petroleum Carriers’ Asso- 
ciation, opposed the bill so far as it might be made applicable 
‘o inland water petroleum carriers and asked that it be amended 
So that “it will not be applicable to the transportation of 
inflammable and combustible liquid cargoes, in bulk, in vessels 
designed and used exclusively in such service.” Regulation of 
such carriers, said he, would mean increased transportation 
charges, 

Gilbert R. Johnson, for the Lake Carriers’ Association, 
urged exemption from the bill of the lake contract carriers. 
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Though, under the bill, the Commission could exempt such 
carriers from regulation on their petition, he urged that Con- 
gress exempt them because he said they did not compete with 
common carriers, though there was nothing in the bill to pre- 
vent a common carrier competing with them and thus bring 
about a competitive situation with which the Commission 
could deal. 

R. V. Fletcher, vice-president and general counsel of the 
Association of American Railroads, said in a brief statement 
of only a few words that the railroads favored the bill though 
they had had nothing to do with it and did not sponsor it. 
He said they believed its passage would be helpful to all forms 
of transportation. That was the only statement the railroads 
could make, said he. 

Later, Chairman Bland said if the railroads wished to be 
heard they would have to appear with the proponents when 
hearings would be resumed after a recess of several weeks. A 
few witnesses were yet to be heard this week, said he, but 
owing to statements made that witnesses had not had time 
to study the bill as revised a recess would be taken. He also 
stated that the views of the new Maritime Commission would 
have to be obtained on the bill. 


League Asks Delay 


Edward F. Lacey, executive secretary of the National In- 
dustrial Traffic League, asked for a recess in the hearings for 
the reason that members had not had an opportunity to study 
S. 1400, as revised by the Commission, and therefore were 
not prepared to testify. As a result of that representation 
Chairman Bland made the arrangement to hold further hear- 
ings later. 

While Mr. Johnson was testifying, Representative Culkin 
asked him if he had seen an advance copy of a report of Mr. 
Eastman’s in which it was stated that practically all waterways 
should be abolished. The witness had not seen that statement. 

J. Russell Wait, director of the Port of Houston, said that, 
provided the regulation proposed did not result in an increase 
in the rates, he had no objection to regulation of the steamers 
operating in the coastwise trade on joint rail-and-water rates. 
He said he had no objection to reasonable regulation of water 
terminal facilities but insisted that such facilities controlled 
by railroads be included in the regulation. Railroad water 
terminal facilities were not now thoroughly regulated, said he, 
adding that regulation did not cover private contracts with 
operators of those facilities, and that “rank” discrimination 
resulted. 

Question was raised by Mr. Wait as to whether the bill 
provided for regulation of the barge lines. He said he thought 
they should be included in the bill. 

“We wonder if regulation will have a tendency to scale 
coastwise rates up,” said he. “We would not want that.” 

Mr. Wait specifically opposed regulation of “deep-sea” car- 
riers by the Commission. Asked about the Pettengill bill, he 
said its enactment would ruin shipping, especially coastwise 
shipping. 

Later Mr. Wait said he was not in favor of the water car- 
rier bill if it regulated Houston’s terminal facilities but not 
those of the railroads. 

H. B. Cummins, general manager of the Houston Port and 
Traffic Bureau, who said he had formerly been employed by 
railroads for twenty-three years, having been for a number of 
years with the Texas-Louisiana Tariff Bureau of the railroads, 
complimented Mr. Eastman but said he would have to take 
issue with a major premise put forward by the commissioner 
—that there must be coordination of all forms of transporta- 
tion as soon as possible. The word “coordination” was defined 
by the witness as meaning bringing several different elements 
into proper relationship with each other and that as to trans- 
portation, this would mean reapportionment of tonnage among 
different forms of transportation. The only way that could 
be accomplished, said he, would be by some scheme of differ- 
entials in rates. His opinion was that the final outcome of 
such an effort would be that the difference between rail rates 
and water rates would be diminished—that the rates would 
come “closer together.” 

The point was made by the witness that none knew the 
quantity of tonnage in this country because of duplications. 
He said there was no way of preventing the duplications. Ton- 
nage statements, he remarked, were grossly exaggerated as to 
volume. He thought possibly this might not be true as to 
truck tonnage as the trucks had not gone into the “sorry busi- 
ness of granting transit privileges.” Transit, said he, was a 
form of hocus pocus. If the railroads abolished transit on 
wheat he said they could reduce the rates on wheat 50 per cent. 
He characterized the transit practices as “pernicious.” Asked 
if the salvation of the railroads was not in lower rates, he 
said he agreed if transit were abolished. 
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Asked about the Pettengill bill, Mr. Cummins said one 
argument against the bill overcame, in his opinion, twelve he 
could make for it, and that was that if the railroads were 
turned loose they would go wild and would not only injure 
the steamship lines but would cut their own throats. 

His solution of the problem raised by the proposed regu- 
lation, said he, was that traffic handled by rail and water be 
made to move on combinations of locals. The making of joint 
rates by railroads and water lines and by highway carriers, 
said he, should be forbidden. Then the making of a lower 
rate than the local rate should be forbidden, said he. He 
did not think the coastwise lines should be regulated. He saw 
no objection to regulation by the Maritime Commission if 
traffic moved on combinations of locals. He opposed regula- 
tion of foreign water commerce. 

R. J. Laubenstein, traffic commissioner of the Green Bay 
(Wis.) Association of Commerce, appeared in opposition to the 
bill. Enactment of the measure would be a backward step 
in water transportation development, said he. Regulation by 
the Commission would result in restricted facilities and higher 
transportation costs to the public, said he. Regulation of joint 
rail and lake rates, said he, had resulted in reduction of the 
spread between rail and rail-and-lake rates, to such an extent 
that the differential was so small that, in effect, there was 
virtually no use made of the rail-and-lake rates. 

H. Townsend Hoopes, president of the Minnesota Atlantic 
Transit Company, appearing for that company and six other 
package carriers on the Great Lakes, urged enactment of the 
proposed legislation. The package lines, said he, had no quarrel 
with the bulk carriers’ position that they should be exempted 
from regulation—that they thought they should be exempted. 
He amplified in his discussion the following reasons why the lines 
for which he spoke held regulation was needed: 


To prevent unregulated port-to-port rates from defeating joint 
through I. C. C. rates which have been established by the I. C. C. after 
exhaustive hearings and careful study and which represent the most 
equitable basis that human ingenuity can conceive considering all fac- 
tors. 


To prevent tramp ships from stealing cargo from established lines 
at rates barely more remunerative than water ballast. 

To make unnecessary so-called emergency rail rates to meet ridicu- 
lous water rates such as cited above, either actual or threatening, all 
of which tends to disrupt the whole rate structure. 


The other lines represented by the witness were the Chicago, 
Duluth and Georgian Bay Line; Cleveland and Buffalo Transit 
Company; Detroit and Cleveland Transit Company; Great Lakes 
Transit Company; Western Transit Company, and the Wisconsin 
and Michigan Steamship Company. 

Asked about the Pettengill bill, Mr. Hoopes said he believed 
its enactment would be detrimental to the water lines. Asked 
whether he would favor imposition of tolls for use of waterways 
or canals such as the Soo, he said he would not. He said the ex- 
perience of his line with Commission convinced him that the 
regulating body was eminently fair, though it had taken more 
“lickings” at its hands than he thought it should have had. Repre- 
sentative Culkin asked him if he had seen an Eastman report in 
which it was stated that all water transportation, except certain 
phases, should be junked. He said he had not. It was understood 
that the reference was to some statements said to have been in 
a draft of the report on aids to waterways which Mr. Eastman, 
as former Coordinator, proposes to make public soon. These state- 
ments, according to some who said they had seen them, were in 
effect that the only justifiable water transportation was that on 
the Great Lakes and Monongahela rivers—at least that was the 
impression it was said by some that the statements left. Mr. 
Culkin asked Chairman Bland to obtain a copy of the report and 
the chairman said an effort would be made to get it. 

S. D. Foster, of Detroit, appearing for contract carriers on 
the Great Lakes, asked that they be exempted from the bill, as 
did David V. Stroop, for the American Petroleum Institute, on 
behalf of petroleum carriers. 

Chairman Bland adjourned the hearing the afternoon of 
March 16 subject to his call. 

In order that those interested may have copies of S. 1400 
as revised by Commissioner Eastman, Representative Ramspeck 
has introduced H. R. 5719, which embodies the changes recom- 
mended by the commissioner in the water carrier bill. Mr. 
Ramspeck said the printing of the bill as revised would facili- 
tate matters for those who wish to appear before the com- 
mittee at the hearings to be held later. 


SURVEYOR VESSEL FEES 


The Bureau of Marine Inspection and Navigation of the 
Department of Commerce has issued to collectors of customs 
and others concerned the following: 


Subject: Collection of surveyor’s fees under section 4186 of the 
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Revised Statutes. It has been noted by this bureau that collectors of 
customs are, in many instances, continuing the collection of fees fo, 
surveyor’s services under the provisions of section 4186 R. S., which jp 
the case of vessels entering from foreign ports and having dutiabje 
merchandise on board prescribed a fee of $3.00 for vessels of 100 tons 
and upward, and of $1.50 for such services in the case of vessels of legs 
than 100 tons; and a surveyor’s fee of $.67 in the case of vessels enter. 
ing from foreign ports in ballast or without dutiable merchandise op 
board. 

This section, 4186 R. S., was repealed by the act of March 3, 1933 
(47 Stat. 1431), and there being no other statute under the authority 
of which a fee for surveyor’s services is authorized, the collection of 
the fees indicated above shall be discontinued. 


CHARTER OF VESSEL LINES 


The Maritime Commission March 18 made public a letter 
from the commission to Senator Copeland, chairman of the 
committee on commerce of the Senate, in reference to the pro- 
posed charter of the five government-owned steamship lines 
which are now being operated for the commission’s account by 
managing agents, as follows: 


On Feb. 27, 1937, in answer to your letter of Feb. 26, 1937, the 
Maritime Commission invited the attention of your committee to the 
disruption of service which would occur in the shipping lines now be 
ing operated by the commission, through its managing agents, unless 
some definite action is taken as to the future operation of these lines 
not later than March 30, 1937. 

Under existing law, there are only two courses of action open to 
the commission unless this question can be determined by that time. 
One is to charter these lines to the best bidder under the invitation 
for bids already advertised, the opening date of which was delayed at 
the request of your committee from March 1, 1937, until further notice; 
the other is to cancel all voyages now scheduled which cannot be com- 
pleted before June 29, 1937. In this connection you are advised that 
cargoes have already been booked for many of these scheduled voy- 
ages either in whole or in part. The first course cannot be followed 
unless charter bids are opened not later than March 30, 1937. In order 
to receive and open and consider bids by that date, notice of a mini- 
mum of ten days should in all fairness be given to prospective bidders. 
Therefore, a decision as to the action to be taken seems imperative by 
March 20, 1937. 

The commission expects, of course, to follow the wishes of your 
committee in this matter but feels that you should be fully advised of 
the necessary result of further delay and the consequent disruption of 
services, and respectfully requests an early decision by your committee 
on the subject. 





The Senate March 19 passed, without amendments, the 
O’Leary bill relating to chartering of vessel lines by the Mari- 
time Commission. As amended, the commission may go ahead 
with its plans to charter the lines. The bill provides that the 
present operating agreements shall be terminated within one 
year from date of passage of the act but, in the meantime, the 
commission may proceed to enter into charter agreements. 
Voyages of present operators may be begun, however, up to 
the expiration date provided for the present agreements. 

Further action on the measure by the House is necessary. 





SEAMEN’S DISCHARGE BOOKS 


The Senate committee on commerce, March 17, ordered 
a favorable report to be made on the Bland bill, H. R. 5487, 
pertaining to seamen’s discharge books (see Traffic World, 
March 13, p. 567). 

The Senate March 19 passed, without amendment, the 
Bland seamen’s discharge book bill, making congressional ac- 
tion of that measure final. 





SHIP SUBSIDY ADJUSTMENTS 


Conferences on the subject of the liquidation of ocean mail 
contracts on 18 routes involving the adjustment of approxl- 
mately $16,844,664.73 were conducted by the Maritime Commis- 
sion in the period between January 25 and March 15. It is 
expected that the commission will be in a position shortly to 
announce adjustment agreements with some of the steamship 
companies holding these contracts. Final adjustment of others 
await further conferences. 

Under the new merchant marine act all the ocean mail con- 
tracts will automatically terminate on June 30. There are 
42 of these contracts, the last of which normally would expire 
in 1943. The amount involved in their adjustment is approx!- 
mately $74,424,757.05. oe 

The assistance which the government has been giving to 
American ship operators through the ocean mail contracts in 
an effort to build up an adequate merchant marine will be 
replaced under the new merchant marine act by a direct operat- 
ing subsidy by which the government will pay to ship operators 
the difference between the domestic and foreign cost of opera- 
tion. 

To encourage the building of modern and faster commer- 
cial ships which are considered essential to the merchant ma- 
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rine, the government also will help shipowners by the payment 
of a construction subsidy which in substance will amount to 
the difference between the domestic and foreign cost of build- 
ing vessels. 

Methods for the application of the operating subsidy plan 
are being developed by the commission’s experts in conjunc- 
tion with the adjustment of the ocean mail contracts. 

The shipping lines and the approximate amounts involved 
in the adjustments considered in the conferences held, ac- 
cording to the commission, follow: 

Oceanic & Oriental Navigation Co., routes 30, 31, 48 and 
49, $1,450,492.50; States Steamship Co., routes 28 and 29, $821,- 
795.25; Gulf Pacific Mail Line, Ltd., route 55, $391,850; Amer- 
ican Mail Line, route 26, $1,356,386; Eastern Steamship Lines, 
route 15, $328,482; Pacific Argentine Brazil Line, route 34, 
$452,431.98; United Fruit Co., routes 39 and 40, $6,342,948; 
Dollar Steamship Lines, Inc., Ltd., routes 25 and 27, $3,552,760; 
American West African Line, routes 17 and 47, $599,440; South 
Atlantic Mail Line, route 33, $540,415; Munson Steamship Line, 
route 4, $1,007,664. 


CALUMET-SAG CHANNEL 


Representative McKeough has introduced H. R. 5717, a bill 
providing that the project for a connection between the Illinois 
Waterway and Lake Michigan, via the Calumet-Sag route, be 
modified to provide for realignment of the navigation channel 
at its authorized dimensions of nine feet depth and three hundred 
feet width from about One Hundred and Thirtieth Street on the 
Calumet River in Chicago to about One Hundred and Thirty- 
ninth Street on the Little Calumet River in Burnham, IIl., and 
the filling of the old channel of the Calumet at its intersection 
with the realigned channel. 





PORT REPORTS 


The Board of Engineers for Rivers and Harbors, War 
Department, announces the publication of a report on Stockton 
and Sacramento, Calif., which is issued as Port Series No. 26. 

The board also announces the publication of a revised 
report on Jacksonville, Fla., which is issued as Part 1 of Port 
Series No. 8. The reports in this series cover the principal ports 
of the United States and are prepared under authority of law 
to meet the needs of federal, municipal and port agencies, and 
others interested in the development of harbor and the estab- 
lishment of port and terminal facilities. 





CHARGES AT NORFOLK 


The American Trucking Associations, Inc., and the South- 
ern Motor Carriers Rate Conference have protested to the 
Maritime Commission that the Norfolk Tidewater Terminal Co., 
which leases the old Shipping Board pier at Norfolk, and other 
terminal operators at Norfolk, propose to impose discriminatory 
charges against motor carriers using their facilities. They said 
it was proposed to increase the present charges of one cent a 
hundred pounds for wharfage and of 2% cents for handling 
when the handling is performed by the terminal company to 
2 cents for wharfage on traffic moving out by small boat lines 
and to 3% cents for handling on traffic moving in or out by 
motor carrier, effective April 1, as result of agreement between 
railroads and several terminal companies. 





AMERICAN-HAWAIIAN REPORT 


The 1936 earnings report of the American-Hawaiian Steam- 
ship Company shows, despite the 98-day maritime strike, a 
net profit of $321,788 after depreciation. The 1936 profit was 
in contrast to a loss of $105,697 for 1935, and was after deduc- 
tion of strike costs of $173,841 and losses of $496,324 for Novem- 
ber and December, caused by the strike, which lasted from 
October 30, 1936, to February 4, 1937. In 1936 company vessels 
handled 1,327,127 tons of cargo, steamed 1,489,000 miles, 
transited the Panama Canal 214 times, and paid the govern- 
ment $968,283 in Canal tolls. The company last year purchased 
six vessels, giving it now a fleet of 33 ships, directly serving 22 
Atlantic and Pacific coast ports. 





MARITIME COMMISSION 


Setting up of a permanent Maritime Commission to ad- 
minister the merchant marine act which became law June 29, 
1936, appeared this week to be facing further delay. 

_ Action by the Senate commerce committee on the nomina- 
tions made by President Roosevelt last week for the commis- 
sion was deferred in the face of what was said to be objec- 
tions of one kind or another to each of the five nominees. 

__ Joseph P. Kennedy, chairman-designate of the commiss‘on, 
Said in a letter to Chairman Copeland, of the committee, that 
restriction as to qualifications with respect to a member of the 
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commission were so far reaching that he was quite concerned 
about his eligibility. In addition to holding Todd Ship Yard 
stock as previously disclosed, Mr. Kennedy said he held a 
$20,000 mortgage on an oil carrier; that he owned 300 shares 
of Union Pacific railroad stock and that the Union Pacific might . 
own some steamships; that Mrs. Kennedy owned bonds of the 
Atlantic, Gulf & West Indies steamship line; and that a trust 
fund for his children, over which he had no control, included 
3,300 shares of Todd stock. 

It was understood that the nominations probably would not 
be taken up by the committee again until next week. A sub- 
committee has charge of the matter. 


MARITIME COMMISSION SUIT 


The Maritime Commission has asked the Solicito General 
to petition the United States Supreme Court for a writ of 
certiorari in the case of Briggs and Turivas vs. the United 
States, in which the United States Court of Claims last Novem- 
ber granted the plaintiffs a judgment of $2,778,333. 

The case, which has been pending since 1925, grew out of 
an alleged breach of contract by the government involving the 
sale in 1919 of surplus steel held by the former United States 
Shipping Board Emergency Fleet Corporation in terminating 
its war-time shipbuilding activities. The plaintiffs originally 
claimed $10,452,800 as damages. 

The Court of Claims, January 8, denied the government’s 
motion for a new trial. 


MARITIME COMMISSION ORDERS 


In No. 170, proportional westbound intercoastal rates on 
cast iron pipe, the Maritime Commission has denied petitions 
for rehearing filed on behalf of the Board of Commissioners 
of the Port of New Orleans, Swayne & Hoyt, Ltd., Luckenbach 
Gulf Steamship Co., Inc., Alabama State Docks Commission, 
and Atlanta & Saint Andrews Bay Railway Co. 

The commission has further extended to April 1 time for 
compliance with its order of Jan. 13, 1937, in No. 386, H. 
Kramer & Co. vs. Inland Waterways Corporation et al., to per- 
mit submission of further evidence. 


REGISTRATIONS WITH M. C. 


A supplemental list of registrations made by steamship 
companies and shipbuilders and their authorized representa- 
tives, with the Maritime Commission as required under the new 
merchant marine act, has been issued by the commission. 

Shipbuilders and ship operators holding or applying for a 
contract under the new act, and their authorized representa- 
tives, must register and file monthly reports of their activities 
with the Maritime Commission in order to “present, advocate 
or oppose” any matter affecting their affairs before the com- 
mission or any other government agency or Congress. 

The additional registrations cover the period from January 
1 to March 1 and increase the total number of registrations with 
the commission to 66 companies and 345 individuals. 


PANAMA CANAL TOLL BILL 


Senator Clark has introduced the administration Panama 
Canal tolls bill in the Senate, S. 1912, to provide for the measure- 
ment of vessels using the Panama Canal. It is identical with 
the Bland bill in the House. 

Chairman Bland has announced that the hearing scheduled 
on the Panama Canal toll bill for March 31 before the Merchant 
Marine committee has been postponed. It probably will be held 
the latter part of April. 

Chairman Bland said March 16 that the hearing might have 
to be postponed because of delay in the printing of the report 
of the special Panama Canal committee which was transmitted 
to Congress by President Roosevelt. 


HIAWATHA PASSENGERS REACH HALF MILLION 


The Hiawatha, streamline steam-powered train of the C. M. 
St. P. and P. between Chicago and the Twin Cities, carried its 
500,000th paying passenger March 19. No ceremony marked the 
occasion. The train was placed in service May 29, 1935, and has 
carried an average of 758 revenue passengers each day. The 
heaviest single month was August, 1936, when the daily average 
was 1,101. Gross earnings of the train and its added sections 
have been $3.62 a mile as compared with operating costs, includ- 
ing interest and depreciation, of $1.13 a mile. The train, according 
to estimates of Milwaukee Road officials, earned approximately 
$1,000,000 net in 1936, without taking into consideration propor- 
tionate track expenses, taxation and solicitation and miscellaneous 
costs, difficult to allocate for a single train. 
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at PHILADELPHIA 


Largest operators in Philadelphia . . . eleven mammoth 
warehouses . . . 2,100,000 square feet . . . located at all key 
centers . . . each served by Pennsylvania R. R. sidings and 
other carriers. 

Modern steel-and-concrete construction with sprinkler 
systems. Low insurance rates. Every convenience for prompt 
and efficient handling of merchandise of all kinds . . . with 
special facilities for warehousing flour, dried fruits, canned 
goods, cereals, soaps, glycerine, wool, cotton, newsprints, 
furniture, hay, straw, feed and all classes of package freight. 
Liberal allowance on stored goods. 


MERCHANTS WAREHOUSE COMPANY 


10 Chestnut Street 
Philadelphia, Pa. 


H. B. Plummer, Traffic Manager 


Warehouse receipts issued by one terminal can be 
deposited at any of the six offices, whereupon ship- 
ment can be immediately made. 





Centralized management, modern machinery and equipment 
insure a highly efficient, uniform service to vessels and cargo 
interests throughout the entire chain. All classes of bulk 
and package freight are handled with utmost economy and 
dispatch. Fireproof buildings and complete sprinkler sys- 
tems earn lowest insurance rates. Liberal allowances are 
made on stored goods. 

Vessel operators, shippers, importers and exporters are 
invited to inspect the various properties and analyze the 
methods employed. 

For complete information regarding facilities of our re- 
spective terminals and warehouses, tariffs, etc., address the 
officé nearest you. 
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loading delays. 


RICHARD D. JONES 


Western Traffic Manager 
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at NORFOLK 


One of the largest deep-water terminals on the Atlantic sea- 

. Over a mile of dockage eliminates loading and un- B } 
Eight railroads provide direct routing to at 
any point. 4000 cars can be accommodated in the receiving, Served by all railroads, sub 
delivering and classification yards. Loading and unloading | akes steamers and New 
are completed under cover. Eight modern warehouses . . 
2,200,000 square feet .. 












loading and unloading und 


. provide every convenience for the Capacity, 50 cars per day. 
safe, prompt handling of merchandise of all kinds. An effi- j ent. Efficient personne 
cient organization assures capable management of ship- handling goods of all kis 
ments entrusted to our care. 


NORFOLK TIDEWATER TERMINALS 
Norfolk, Virginia Seneca and He 
James A. Moore, General Manager W. J. Bishop, 
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at NEWARK 


Here, at the Port of Newark, is the logical center for the stor- 
age and transhipment of merchandise destined for southern 
New England, lower New York, all of New Jersey, eastern 
Pennsylvania, as well as Coastal, Intercoastal and World Ports. 
Within this single giant Terminal is a marginal wharf 3,800 
lineal feet in length and 82 feet wide on a ship channel having 
30 feet of water. There are 9 major fireproof warehouse build- 
ings and a lumber shed with a combined storage capacity of 
about 2,000,000 square feet ... . 60 acres of ground suitable for 
open storage ... 1414 miles of railroad trackage connecting 
with all railroads in this area, together with every modern con- 
venience and facility for prompt and safe handling of mer- 
chandise of all kinds, whether rail, automotive or water-borne. 
And all at the very heart of a rich 17,000,000 population mar- 
ket that can be covered thoroughly, economically, and with 
dispatch. 
Write for full particulars 
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Port of Newark, N. J. 


Robert A. Olsen, 
Traffic Manager 
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W. J. McCarthy, Vice-President 
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On the Boston and Maine Railroad 


A total pier area of over 1,000,000 square feet, with 7106 
feet of dockage space and thirteen berths, assures prompt, 
economical cargo handling. Close to business and wholesale 
districts. Sprinkler-system protection. Lowest insurance 
rates. Also two modern grain elevators of 1,500,000-bushel 
capacity, two modern pneumatic suction machines for 
prompt discharge of grain, and coal-discharge plant with 
seven towers and up-to-date coal-storage bridge. All piers 
are served by the Boston and Maine R. R., with switching 
connections to other railroads. 


MYSTIC TERMINAL COMPANY 


85 Water Street (Charlestown District) 
Boston, Mass. 


L. J. Coughlin, Manager of Traffic 
D. J. Hurley, General Superintendent 


a a TD 


On the New Haven Railroad 


The New Haven deep-water Piers 1 and 4 are easily accessi- 
ble to downtown Boston warehouses and commercial dis- 
tricts. Berthing space, 2200 linear feet. Covered wharf and 
waterside storage, 220,000 square feet. Uncovered storage, 
63,000 square feet. Electric lifts. Tracks with forty-five-car 
capacity on piers. Supporting yards with capacity of 5650 
cars. Served by the New Haven Railroad, with direct con- 
nections to the Union Freight and other railroads. Facilities 
permit expeditious and economical handling of large gen- 
eral cargoes and bulk freight, including lumber. 


BOSTON TIDEWATER TERMINAL, INC. 


51 Sleeper Street 
Boston, Mass. 


L. J. Coughlin, General Manager 
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Questions and Answers 


N this column will be answered questions of both legal and practical 
nature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our special service department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. The same man, with long experience 
and wide knowledge, will answer questions relating to practical traffic prob- 


lems. We do not desire to take the place of the traffic man but to help him 
in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


No attention will be paid to anonymous communications or questions 
from nonsubscribers. 


Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 
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Tariff Interpretation—Application of Minimum Rates in Section 
1-A Agent Curlett’s ICC A-467 


Maryland.—Question: We would appreciate your opinion 
on the application of the rate on liquors, alcoholic, N. O. I. B. N., 
carload minimum weight 40,000 pounds via all rail Baltimore, 
Md. to Kirkwood, Mo. 

In Agent Curlett’s Freight Tariff Tariff No. 107, I. C. C. 
A-467, Kirkwood, Index No. 70 on Missouri Pacific Railroad 
takes Labadie rate basis and on page 224, Section 1, Rate Basis 
No. 169 is applicable from Baltimore, Md. to Western stations 
taking Labadie rate basis. 

These rates are governed by Western Classification and 
Exceptions to said classification as provided in Item No. 5, 
page 205, of L. E. Kipp’s Tariff No. 338, I. C. C. A-2605, supple- 
ments thereto on successive issues thereof. 

Item 1710 of Agent Kipp’s Tariff 338-A, page 63, Section 2, 
provides for class 44 rating on alcoholic liquors, N. O. I. B. N., 
carload minimum weight 40,000 pounds, and by applying above 
Rate Basis No. 169, we have a rate of 74c per cwt. from Balti- 
more, Md., to Kirkwood, Mo. 

However, the application of Section 1 of Curlett’s Tariff 
No. 107, on page 221, as amended on page 5 of Supplement No. 
18, reads in part as follows: 


If the charge accruing under Section 1-A or 1-B of this tariff is 
higher than the charge accruing under this Section, on the same ship- 
ment via the same route, the charge accruing under Section 1-A or 
1-B will apply. 


Section 1-A provides for a minimum scale of rates, gov- 
erned by Official Classification, from Baltimore to Kirkwood, 
Mo., first class $1.58 per cwt., and R-26, 87c per cwt., there 
being no provision made for class 44 rating in Official territory. 

L. E. Kipp’s Tariff 338-A reads: 


Rules, regulations and exceptions shown herein will take prece- 
dence over the classification governing tariffs made subject hereto. 


We feel that application of rates in Section 1 and 1-A of 
Curlett’s tariff is general, and that Item 1710 of Kipp’s Tariff 
338-A is specific as to alcoholic liquors, N. O. I. B. N., carload 
minimum weight 40,000 pounds ad therefore removes the appli- 
cation of Section 1-A. 

The queston arises: Is the minimum scale of rates removed 
by the application of Exceptions to Western Classification as 
provided in Kipp’s Tariff 338-A. 

Answer: In our opinion the rate published in Section 1-A 
of Agent Curlett’s Tariff I. C. C. No. A-467 must be applied to 
shipments of alcoholic liquors moving from Baltimore, Md. 
to Kirkwood, Mo. 

While Section 1 of this tariff is subject to the ratings pub- 
lished in Agent Kipp’s I. C. C. A-2605, under the provisions of 
the application of Section 1 of Agent Curlett’s I. C. C. A-467 
the rates in Section 1 may not be applied if higher charges are 
published in Section 1-A. The ratings in Section 1-A are like- 
wise subject to exceptions to the Classification, namely, Agent 
Curlett’s I. C. C. A-455 and exceptions published in Agent Van 
Ummersen’s I. C. C. 245. But, notwithstanding the absence of 
an exception to the classification rating in the exception sheets 
which govern Section 1-A, there is no authority for the d'sre- 
garding of the application of Section 1 of Agent Curlett’s Tariff 
I. C. C. A-467 because of the rating of class 44 published in 
Kipp’s I. C. C. A-2605. 


Tariff interpretation—Transit—Stops for Partial Unloading 


lowa.—Question: We will appreciate your opinion in re- 
gard to the following: 
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Shipper billed a carload of plasterboard from Ft. e 
Iowa to Montague, Calif. routed via Minnesota Transfer— 
Northern Pacific Ry. and Southern Pacific Lines, with stops to 
partly unload at Spokane, Washington, Chehalis, Washington 
Roseburg, Oregon and Medford, Oregon. The stop-off priviledge 
at the first two points being covered by North Pacific Coast 
Freight Bureau Tariff No. 63-G, and at the last two stop-off 
points by Pacific Freight Tariff Bureau Tariff No. 194-M. The 
through rate is applicable via all four stop-off points. 

Item No. 970 in N. P. C. F. B. No. 63-G provides for a maxi- 
mum number of three stops to partly unload under this or other 
tariffs, in view of which, can the through rate be protecteg 
with four stops to partly unload? The contention is that each 
of the above transit tariffs should be treated independent of 
the other, as to the maximum number of stops permitted, and 
this is the point on which your opinion is asked. 

Answer: Item 1490 of Northern Pacific Coast Freight 
Bureau Tariff No. 63-G, Agent Henry’s I. C. C. No. 451, pro- 
vides that three stops for partial unloading will be allowed on 
shipments of plasterboard moving under rates named in Item 
4491 of Transcontinental Tariff No. 4-N, Agent Kipp’s I. C. ¢ 
No. 1384. In Item 970 of this tariff it is provided that except 
where “any number” of stops to partly unload are authorized 
therein, shipments will be subject to a maximum of three stops 
to partly unload made under this or other tariffs. 

While authority for the stopping of plasterboard at two of 
the points involved in your inquiry is contained in Item 1490 
of the above referred to tariff, it is our opinion that the limita- 
tions of Item 970 must be observed insofar as they are appli- 
cable to a given movement, as this is a general item which 
governs all provisions of the tariff. It is our opinion that effect 
must be given to this provision notwithstanding that there is 
no similar limitation in Pacific Freight Bureau Tariff 194-M, 
Agent Cummings I. C. C. 1247, Item 485 of which tariff permits 
of three stops for partial unloading of plasterboard moving 
under rates named in Transcontinental Tariff 4-N, Agent Kipp’s 
I. C. C. 1384, Item 485 being an exception to Item 150 which 
states that except as otherwise provided in individual items 
any number of stops to partly unload will be permitted. 

In this connection, see the decision of the Commission in 
Globe Grain & Milling Co. vs. Southern Pacific Co. 156 I. C. C. 
635, in which case the Commission held that a limitation as to 
the number of stops contained in a tariff of one of several 
carriers which transport shipments of grain from certain points 
of origin to certain points of destination must be given effect 
and that the limitations contained in this tariff did not relate 
solely to stops at points on the line of the carrier publishing 
the tariff which contained the limitation. 

In the instant case the limitation contained in Item 970 
of Agent Henry’s Tariff I. C. C. No. 451 is, in our opinion, a 
limitation similar to that involved in the decision of the Com- 
mission in the case cited above, and under its provisions only 
three stops for partial unloading are authorized in connection 
with the shipment referred to in your inquiry. 


Tariff Interpretation—Destination of Shipment and Not the 
Billing Point Determines the Rate 


Tennessee.—Question: Will you kindly refer me to any 
previous answer, also decisions of the Commission bearing on 
the following case: 


A shipment of less than carload freight destined to station 
“B” was loaded into a merchandise car to be worked at sta- 
tion “C’” and was delivered to the consignee at station “C.” 
Station “B” was intermediate between the point of origin and 
station “C,” the point of actual delivery to consignee. 

The question arises as to the proper rate to be protected in 
assessing charges, whether the through published rate from 
point of origin to station “C,” the point of actual delivery, or 
whether the basis of the rate from point of origin to station 
“B”, plus the rate from station “B” to station “C.” 

In Conference Ruling 350, the Commission held that it was 
not unlawful or improper to apply the rate to the point where 
a shipment was actually delivered to the consignee, nor to refund 
charges collected as prepay in excess of those lawfully accruing 
to the actual point of delivery. 

Answer: With respect to this question see Preston VS. 
Cc. & O. Ry. Co. 19 I. C. C. 406. Under the facts in this case 
shipments of cross-ties moved from Rockhouse, Ky. to Brock- 
away, Pa. The shipments were billed from a point called Mar- 
rowboone, notwithstanding their origin at and movement from 
Rockhouse. Complainant contended that owing to this fact the 
rate from Marrowbone was applicable. The Commission held 
that this contention was untenable and has no sanction under 


* the law. 


The consignee having accepted delivery of the shipment 
at “C”, the rate to that point must be applied even though had 
the consignee demanded delivery at “B” the carrier would have 
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For Economical Power, 


Come to INTERNATIONAL 


—e* 


The increasing ACCEPTANCE of Inter- 
national Industrial Power by experienced 
operators is proof that this organization 
is building to their requirements. On job 
after job, the tough work is being given to 
International Power. Users know that 
when RESULTS are needed, it is good 
business to depend on International. 


International Harvester builds for low 
cost of maintenance as well as for low cost 
of operation. International TracTracTors 
are the most accessible crawler tractors 
on the market. Replaceable cylinders in 
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co 


cost job of cleaning up the right-of-way—an example of the variety of work it will handle. 


International Engines are a great money- 
saving feature. Many other refinements 
in these products, plus guality construc- 


tion in every detail, mean money in the » 


user’s pocket. 


Bank on International Harvester, 
world’s largest tractor builder, when you 
have a power problem. The International 
Industrial Power line includes wheel and 
crawler tractors (gasoline and Diesel), and 
power units (gasoline and Diesel) ranging 
up to 110 max. h.p. See the nearby 
Company-owned branch, or industrial 
dealer, for complete information. 


INTERNATIONAL HARVESTER COMPANY 


(Incorporated) 


606 So. Michigan Ave. 


INTERNATIONAL HARVESTER 


Chicago, Illinois 
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been required to make delivery at that point. See A. Geisel 
Mfg. Co. vs. Baltimore & O. R. R. Co., 59 I. C. C. 193. 

There is no authority, however, for the assessment of the 
combination of the rate from A to B, and the rate from B to C, 
in the absence of a through rate from A to C, at which point 
the shipment was tendered to and accepted by the consignee. 





Doings of the Traffic Clubs 





William Furtune, National Shawmut Bank, Boston, will 
speak on “Observation” at a luncheon meeting of the Worcester, 
Mass., Traffic Association at the Hotel Bancroft March 30. The 
annual outing of the club will be held June 15. 

The annual dinner of the New Haven, Conn., Traffic Club 
will be held at the Hotel Taft April 8. No announcement as to 
the program has been made as yet. The first rehearsal of the 
club’s newly organized glee club was held at the Hotel Taft 
March 15. 

The Traffic Club of St. Louis will observe educational day 
at a luncheon at the Hotel Jefferson March 22. The speakers 
will be Dr. Gerling, St. Louis superintendent of schools, and J. 
M. Fitzgerald, vice-chairman, Committee on Public Relations of 
the Eastern Railroads, New York City. F. J. Jeffrey, assistant 
superintendent of the St. Louis schools, and F. J. Steuber, prin- 
cipal of the Soldan High School, will be guests. Mr. Fitzgerald 
will address the Junior Traffic Club of St. Louis at the Mark 
Twain Hotel the evening of March 22, and will speak at a gen- 
eral assembly of the traffic study group of the St. Louis club 
at the Soldan High School the next evening. 





The annual inavgural ball of the Birmingham Traffic and 
Transportation Club was held at the Club Rex March 12. There 
was a program of entertainment, dancing, and favors for the 
ladies. Those who took office included A. W. Carey, president; 
Arthur J. Ribe, first vice-president, and W. J. Sullivan, second 
vice-president. 





J. E. Weller, traffic manager, Pennsylvania Railroad, was 
elected president of the Traffic Club of Chicago March 16, and 
installed at the annual meeting at the 
Palmer House the evening of that dav 
Mr. Weller entered railroad service as 
a rate clerk for the Pennsylvania at 
Pittsburgh in 1890 and served succes- 
sively as freight solicitor, traveling 
freight agent, commercial agent, dis- 
trict freight and division freight agent. 
In 1910 he was made general western 
freight agent for the P. C. C. and St. L. 
at Chicago and was later appointed 
western freight agent of the P. F. W. 
and C. In 1918 he returned to Pitts- 
burgh as assistant chief, inland traffic 
service, U. S. War Department. In 
1919 he was sent to Chicago as regional 
traffic assistant, northwestern region, 
U. S. Railroad Administration. On the 
return of the railroads to their owners after federal control, 
he was made freight traffic manager at Chicago, and was pro- 
moted thereafter to assistant traffic manager and then to traffic 
manager. Elected with Mr. Weller were the following: First 
vice-president, R. W. Campbell, manager, traffic department, 
Butler Paper Corporations; second vice-president, W. C. Doug- 
las, assistant general freight traffic manager, New York Cen- 
tral; third vice-president, E. R. Gustafson, assistant traffic man- 
ager, Universal Atlas Cement Company; secretary, D. W. C. 
Becker, director, traffic management department, La Salle 
Extension University; treasurer, R. J. Wallace, traffic manager, 
Jaques Manufacturing Company; directors, John W. Bingham, 
traffic manager, Corn Products Refining Company; J. W. Brady, 
assistant general freight agent, N. Y. C. and St. L.; H. G. 
Legan, general traffic manager, Morton Salt Company; C. A. 
Schmidt, manager, Waterman Steamship Corporation; David 
Dunn, traffic manager, Wm. Wrigley, Jr., Company. Dinner 
was served in connection with the meeting and there was a 
program of entertainment. 





James J. Davis, senator from Pennsylvania, spoke on “The 
National Outlook” at the annual meeting of the Traffic Club 
of Reading, Pa., March 4. More than 300 were present. The 
following officers were elected: President, Irvin P. Noll; vice- 
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presidents, L. S. Weber and P. B. Wertz; secretary-treasurer, 
E. R. Hintz; members of the board of governors, C. L. Bates 
and E. C. Robinson. 

The study group of the Women’s Traffic Club of Greater 
New York met at the Merchants’ Association assembly hal] 
March 18. Baxter Weaver, tariff expert, Acme Fast Freight, 
Inc., discussed the rules of the freight classification. 





The St. Patrick’s day luncheon meeting of the Transporta- 
tion Club of St. Paul, at the Hotel Lowry March 17, was spon- 
sored by motor common carrier members of the club. There 
was a program of entertainment, but not speeches. 

The luncheon meeting of the Traffic Club of Fort Worth 
March 15 was held at the Rainbeau Garden, in conjunction with 
the Southwestern Exposition and Fat Stock Show. The expo- 
sition furnished the program. John W. Henry, Montgomery 
Ward and Company, was chairman of the committee in charge, 





C. L. Berly, newly elected president of the Sabine District 
Traffic Club, is secretary-treasurer of the Terminal Warehouse 
and Storage Company and secretary- 
treasurer of the Wilson Holding Com- 
pany and the Edson Realty Company, 
Beaumont, Tex. He is a native of 
Louisiana but has lived in Beaumont 
for over fifty years. For many years 
he was in the hardware business there. 
He has been active in civic affairs and 
has served as a member of the city 
council and as chairman of the Beau- 
mont school board. He was also, for 
six years, president of the board of di- 
rectors of the Beaumont Y. M. C. A. 
Others elected with him were: First 
vice-president, E. L. Seale; second vice- 
president, G. D. Switzer; third vice- 
president, L. Harper; secretary-treas- 
urer, J. P. French; members of the 
board of directors, R. W. Moss, J. C. Latimer, Paul Hymes, 
H. C. Miles, F. L. Colvin, W. O. SoRelle, J. A. Geen, L. S. 
Broussard, J. M. Burgos and R. M. West. The election and 
installation was held in conjunction with a dinner dance at the 
Edson Hotel, Beaumont. The program of the evening was 
dedicated to highway transportation. F. L. Colvin, Leonard 
Harper, J. P. French, and Hilton J. Deutser were members of 
the committee in charge. 








Freight forwarded members of the Oakland, Cal., Traffic 
Club were in charge of the program at a meeting at the Athens 
Athletic Club March 16. George Wagner, Universal Carload- 
ing Company, and Art Marshall, Atlas and Acme Fast Freight, 
were co-chairmen of the group. 





W. I. Nokely, traffic manager, Michigan Alkali Company, 
will lead a discussion of procedure before the Commission at 
a meeting of the forum of the Motor City Traffic Club of 
Detroit at the Detroit-Leland Hotel March 22. 





The ensemble dinner of business and professional women’s 
clubs, an annual affair in Portland, Ore., was held March 11 
at the Multnomah Hotel. The Women’s Traffic and Transpor- 
tation Club of Portland was the guest club and was admitted 
to the ensemble. Other clubs participating were the Women’s 
Advertising Club, the Escowe Breakfast Club, the Zontas Club, 
the Soroptomists, the Altrusas Club, the Realtyettes, the Insur- 
ance Women’s Association, the Business and Professional 
Women’s Club, the Credit Women’s Breakfast Club and the 
Fifty-Fifty Club. Emilie Eisenhauer, president of the Women’s 
Advertising Club, was general chairman in charge. Dr. Arlien 
— University of Washington, spoke on “Security for 
A led 

The dinner meeting of the Omaha Traffic Club, at the 
Fontenelle Hotel March 18, was designated motor carr-ers’ 
night. The guests included J. F. Miller, regional director, Com- 
mission’s motor carrier bureau, Kansas City, Mo.; F. E. Bollen, 
chairman, Nebraska commission, Lincoln, and M. J. Conway, 
chairman, Iowa commission, Des Moines. At a meeting of the 
club’s educational forum at the Union Pacific Building March 
12, W. S. Purnell, demurrage bureau, Union Pacific, led a dis- 
cussion on “Demurrage, What It Is.” 





The Charlotte, N. C., Traffic and Transportation Club will 
hold an Easter dinner-dance at the Red Fez Country Club, 
Catawba Lake, March 30. The committee in charge includes 
George Brice, George Mitchell, John Kluttz, Jucks Howard, 
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TRADE 
by the CLOCK 


Illinois Central service is FAST... SAFE 
. .. DEPENDABLE .. . REGULAR... 
PERSONALIZED. All day... every 
day... year in and year out... it is yours 
to command. 


SHIP VIA 


ILLINOIS CENTRAL SYSTEM 


OO 


SIOUX CITY 
COUNCIL BLUFFS « CHICAGO 


Nightly from Sioux City and Council Bluffs beside 
the broad Missouri, ED 2 steams eastward 
across the cornfields of lowa toward Chicago. 


This train is an important link in the movement 
of freight between the West and the East. 


SCHEDULE 
hin: SN o. Cit. cee ee 7:00 p.m. 
ee, TINS. 6.5 6 ccooy viecn dsr cepa 10:00 p.m. 
lk i 6:15 a.m. 
iy NG on Fie eee ues Be 12:01 p.m. 
he sins ho cabs aedbeetn 1:15 a.m. 
Me. Xess wick ats ae: pee 2:00 a.m. 
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A. M. Vickery, P. A. McCleary, Fred Greene, J. M. Clontz and 
W. J. Kerr. 

Henry E. Ketner, commerce counsel, Virginia commission, 
was the speaker at a dinner meeting of the Norfolk-Portsmouth 
Traffic Club at the Town Club, Norfolk, Va., March 18. There 
was a program of entertainment. 





The annual dinner of the Trenton, N. J., Traffic Club was 
held at the Stacy-Trent Hotel March 16. The following new 
officers were installed: President, Joseph Bucknum, traffic man- 
ager, Vulcanized Rubber Company; vice-president, John Mc- 
Carty, general manager, Cold Spring Bleachery Company; 
secretary-treasurer, H. F. Sixtus, assistant traffic manager, 
Sloane-Blabon Corporation. 





The luncheon meeting of the Traffic Club of Minneapolis at 
the Hotel Nicollet March 18, was sponsored by the Soo Line. 
There was an elaborate program of entertainment. Ladies 
were guests. 





The Traffic Club of New Orleans sponsored an open forum 
luncheon at the St. Charles Hotel March 15 at which J. M. O. 
Monasterio, assistant vice-president, Hibernia National Bank, 
spoke on “The World is Knocking at Our Door.” The club’s 
spring fishing tournament opened March 13 and will continue 
to June 30. Prizes will be awarded for the largest fish caught 
in thirteen species, both fresh and salt water. 





Opal Sweazea, advertising manager, Mississippi Valley 
Trust Company, spoke on “Women and Their Money” at a 
dinner meeting of the Women’s Traffic Club of Metropolitan 
St. Louis at the Sayman Town Club March 18. Mathilde 
Woltjen, assistant cashier, Mutual Bank and Trust Company, 
was the second speaker. The club’s transportation committee, 
Hazel K. Murray, chairman, is endeavoring to make up a party 
of 25 to attend the convention of the Associated Traffic Clubs of 
American at New York. The plan of the committee includes 
stopovers at Niagara Falls, Philadelphia and Washington in 
addition to the stay at New York for the convention. 





The Transportation Club of Des Moines will hold an educa- 
tional forum at the Hotel Savery March 22, at which L. E. 
Anderson will lead a discussion on the interpretation of tariffs. 


The Metropolitan Traffic Association of New York will 
hold a meeting at the Midston House March 25. The club’s study 
group will meet before the regular meeting to hear a lecture 
on “Motor Carrier Operation and Rates,” by J. Bauernschmidt, 
a member of the club’s traffic committee. The place of the 
annual dinner of the association has been changed from the 
Hotel Roosevelt to the Hotel Pennsylvania, April 15. The 
board of governors has issued a statement that the association 
has not gone on record as either favoring or opposing the Pet- 
tingill bill. This was done to counteract a report that an 
organization with a similar name had endorsed the bill. 








Oliver P. Caldwell, traffic manager, Luckenbach Steamship 
Company, spoke on “Strike—One, Two, Three,” at a forum 
luncheon of the Traffic Club of New York March 18. He de- 
scribed the labor situation throughout the country as critical 
— — industrial disaster unless a peaceful solution were 
ound. 


The following have been appointed to represent their re- 
spective clubs as delegates or alternates at the meeting of the 
Associated Traffic Clubs of America in New York City April 19 
and 20: Transportation Club of Peoria: Delegates, R. Z. Eaton, 
traffic manager, Keystone Steel and Wire Company; Joseph 
Walker, general agent, Chicago and Illinois Midland; H. E. 
Weinberger, traffic manager, Altorfer Brothers Company; H. P. 
Bates, district freight agent, Pennsylvania Railroad; E. F. 
Stock, traffic manager, Peoria and Pekin Union Railway; alter- 
nates, C. M. Teschemacher, division freight agent, Alton-B. and 
O.; P. J. Naughton, manager, traffic department, Peoria Asso- 
ciation of Commerce; J. J. Stevens, commercial agent, Illinois 
Central; W. V. Wheat, traffic manager, Peoria Board of Trade; 
O. H. Thomas, general agent, A. T. and S. F. Traffic Club of 
Atlanta; delegates, C. B. Kealhofer, traffic manager, Atlanta, 
Birmingham and Coast; Ed Hare, general agent, New York 
Central; alternates, H. S. Young, general freight agent, A. B. 
and C.; E. L. Hart, traffic manager, Atlanta Freight Bureau. 
Miami Valley Traffic Club: Delegates, B. E. Olsen, traffic man- 
ager, The McCall Company, Dayton, O.; H. S. Malone, traffic 
manager, Delco Products Company, Dayton; J. J. O’Connor, 
commercial agent, Clinchfield Railroad, Dayton; H. A. Peter- 
son, general agent, Northern Pacific, Cincinnati, O.; F. G. Bur- 
nett, general agent, A. T. and S. F., Cincinnati; Henry Dawes, 
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special representative, Louisiana and Arkansas, Cincinnati; 
alternates, F. F. Kator, traffic manager, G. H. Mead Company, 
Dayton; Maurice T. Otton, traffic manager, Dayton Chamber 
of Commerce; W. P. Kromphardt, division freight agent, Erje 
Railroad, Dayton; J. H. Stevenson, division freight agent, Big 
Four Railroad, Dayton; H. S. Reaney, division passenger agent, 
Pennsylvania Railroad, Dayton; E. F. Leonard, traveling 
freight agent, Southern Railroad, Cincinnati. 

The annual dinner of the Kanawha Valley Transportation 
Club will be held at Charleston, W. Va., April 28. C. A. Rad. 
ford, publicity manager, Big Four Railroad, will be the speaker, 
Newly elected officers, including Harry G. Kennedy, president; 
W. P. Brawner, vice-president, and Stephen Harter, secretary. 
treasurer, will be inaugurated. 
























I. C. C. PRACTITIONERS 


The following have been admitted to practice before the 
Commission: Raymond C. Andrews, Minneapolis, Minn.; Henry 
Challen Berg, Jacksonville, Fla.; Ralph Bower, Kentland, Inds 
Robert J. Bunevich, Passaic, N. J.; Robert Norris Burchmore 
Chicago, Ill.; Frank Carter, Enid, Okla.; David R. Castleman, 
Jr., Louisville, Ky.; Guy C. Chambers, Lincoln, Neb.; Harry By 
Cohen, Omaha, Neb.; Glenn L. Daly, Denver, Colo.; Preston Wy 
Davis, San Francisco, Calif.; Herbert A. Denis, Detroit, Mich# 
George F. Dyche, Chicago, Ill.; Alfred G. Ellick, Omaha, Nebs 
Samuel Gewirtz, New York, N. Y.; B. R. Gillespie, Jefferson 
City, Mo.; William Grodzinsky, Omaha, Neb.; Arthur J. Hansel) 
Chicago, Ill.; Nelson W. Hartman, St. Louis, Mo.; Forbes B; 
Henderson, Detroit, Mich.; Charles T. Jines, Kansas City, Moz 
Paul A. Johnson, Denver, Colo.; Stuart L. Kirk, Philadelphia,’ 
Pa.; George P. Lamb, Washington, D. C.; William LeBlane, ” 
Minneapolis, Minn.; Daniel J. Levowitz, New York, N. Yj 
C. Terry Lindner, Springfield, Ill.; Archibald B. Lovett, Savan- 
nah, Ga.; Clarence J. Malone, Topeka, Kan.; Jack W. Marer, 
Omaha, Neb.; Lloyd J. Marti, Lincoln, Neb.; Wade W. Maupin, © 
Carrollton, Mo.; Frank C. McColloch, Portland, Ore.; Thomas” 
C. McDermott, Boston, Mass.; Judson C. McLester, Jr., New 
York, N. Y.; Henry Monsky, Omaha, Neb.; Seymour O’Brien, 
Baltimore, Md.; Adrian S. Pachter, Phoenix, Ariz.; Louis §. 7 
Peirce, Cleveland, O.; Paul E. Roadifer, Omaha, Neb.; Howard — 
W. Roberts, Atlantic Highlands, N. J.; Charles D. Sanger, Jr., 7 
Washington, D. C.; C. Austin Sutherland, Lincoln, Neb.; Rob- 
ert Van Pelt, Lincoln, Neb.; Magnus Wefald, Hawley, Minn,; 
Lee Wells, Omaha, Neb.; Charles A. Wheeler, Austin, Tex., © 
and E. Hood Wilkerson, Eustis, Fla. 


PENNSY SAFETY AWARDS 


Winners in the annual employes’ safety contest of the Penn- © 
sylvania Railroad for 1936 were announced March 17 by M. W. © 
Clements, president. The western region, with Chicago as head- ~ 
quarters, received the award in the contest among regions, with 
a record of 4.87 reportable accidents for each 1,000,000 man-hours. ~ 
Among general divisions, the central Pennsylvania division, with 
3.46 accidents for each 1,000,000 man-hours, had the best record © 
and received the award. Winners in superintendents’ divisions ~ 
together with their accident records for each 1,000,000 man-hours 
were: Class A, Jersey City, 4.92 accidents; Class B, Williams- 
port, 2.95; Class C, Camden, .82. 4 

Special awards for safety records in maintenance of way 
departments were made to the following: Group A, eastern divi- 
sion, 4.75; Group B, Fort Wayne division, 2.11; Group C, Logans- 
port division, no accidents. 

Other awards were: Maintenance of equipment, department 
divisional contest, Group A, Altoona machine shop, .98; Group B, 
Atlantic division, .99; Group C, Logansport, no accidents. Main- 
tenance of equipment department contest, Altoona works, 3.04. 
Station department contest, Group A, Philadelphia terminal, 
8.40; Group B, Cincinnati division, no accidents; Group C, Renovo 
division, no accidents. Freight and yard train service department 
contest, Group A, New York division, 15.85; Group B, Chicago 
terminal division, 7.98; Group C, Atlantic division, no accidents. 
Engine service department contest, Group A, Panhandle divi- 
sion, no accidents; Group B, Erie and Ashtabula division, no 
accidents; Group C, Wilkes-Barre division, no accidents. 


ILLINOIS CENTRAL SAFETY CERTIFICATES 


The Illinois Central has issued 3,824 new engraved safety 
certificates to supervisory employes acknowledging freedom from 
accidents among their forces for stated numbers of years. Records 
have been kept by the railroad for eleven years. Of the cer 
tificates just issued 830 are for the whole period, 145 for ten years, 
100 for nine years, 188 for eight years, and range downward to 
593 fer one year. The certificates for five years and over are 
signed by L. A. Downs, president; those for three and four years 
by William Atwill, vice-president and general manager, those 
for two years by general superintendents, and those for one year 
by division superintendents. 








No. 12 


-innati; 
Mpany, 
amber 
t, Erie 
t, Big 
agent, 
AVeling 


rtation 
. Rad- 
eaker, 
ident; 
etary- 


e the | 


wit Seat 


North. South .. NORFOLK /(AND/WESTERN IS THE 


7ecision TRANSPORTATION 








CANADA 





TH DAKOTA 





ae tani a lie BR 


MICHIGAN 


Ni A 


= VIRGINIA 
— | west 
’ fine 
v1 










wa AERIS CAP CE CTCL A I A RN Sh he A tS 





ATLANTIC 
OCEAN 





FLORIDA 


ome 


Between the Virginia seacoast and the Midwest, and between the North and the 
South, specify Precision Transportation, the most dependable, efficient, and ©. 
economical traniiiertation service available @ Merchandise shipped via the 


Norfolk and Western Railway arrives safe and on time @ 


NORFOLK AND WESTERN RAILWAY 


i On Sa ee cr © ne eo ee Cds po ee ee ) 














































CO ce a ET RS 


CRIT Fe 


. 


ee se en se sah ey a a 
ee 5 ea 














“? 


et ae ee 


RISO OS EES CE 
7 = —_— 
































OCB ROAR HERS EAC RT Wee Se 
° : 


Pa Oe he 


























eI ae 











PAGE 626 








DB Be Be Boe Boo Oe BoB Go Oe Oe OOo Oo Ooe So O> 


Personal Notes 
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oOo Boo BoB Oo Oo O- D> 


R. W. Balding has been appointed traveling coal fre ght 
agent for the Baltimore and Ohio at Buffalo, N. Y. 

D. L. Dullum, traffic manager, Encinal Terminals, Ala- 
meda, Cal., has been made secretary of the corporation. G. J. 
k.chardson, who has been assistant traffic manager, has been 
promoted to Mr. Dullum’s old position as traffic manager. ‘the 
position of assistant traffic manager has been abol’shed. 

O. A. Williams has been appointed traveling freight agent 
for the Seaboard Air Line Railway at Chicago. W. W. Mer:- 
mee has been appointed traveling freight agent at Cinc_nnati. 

Walter Young has been appointed general agent for the 
Georgia and Florida Railroad in charge of the newly opened 
office of that railroad at Washington, D. C. G. F. Dukes has 
been appointed general agent, and F. E. Godfrey commercial 
agent, both at Atlanta, Ga. 

L. W. Patterson has been appointed general freight agent 
for the Detroit and Cleveland Navigation Company. He suc- 
ceeds George B. Wright, freight traffic manager, who retired 
after long service with the company. 


J. W. Stevenson has been appointed assistant passenger 
traffic manager for the Illinois Central at Chicago. D. J. 
Hearne has been appointed assistant general passenger agent at 
Chicago. Charles A. Ahern has been appointed city fre ght 
agent at New Orleans, La. 


Two executives of the freight traffic department of the 
Atchison, Topeka and Santa Fe, at Chicago, died wthn 24 
hours of each other this week. Charles C. Dana, freight traffi: 
manager, died at the Ch'cago Memorial Hospital March 15 after 
a brief illness. He had been with the Santa Fe s‘nce 1891. 
D. L. Meyers, assistant freight traffic manager, ded May 16 
at his home in La Grange, Ill. He began work with the Santa 
Fe in 1893. 

L. B. Denton has been appointed acting superintendent, 
Sheridan Division, Chicago Burlington and Quincy, at Sheridan, 
Wyo., to replace D. J. Nelson, who is on leave of absence. 
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B. F. Maddux has been appointed traffic manager for the 
Covered Wagon Company, Mount Clemens, Mich. 

Fred B. Blair, traffic manager, Washburn Crosby Company, 
Kansas City, Mo., has resigned his position, effective May }. 

Rear Admiral H. I. Cone, U. S. Navy, retired, has beep 
elected chairman of the board of Moore and McCormack, Inc, 
New York. 

J. C. Bousfield has been appointed chief engineer for the 
Wabash Railway, the Ann Arbor Railroad and the Man Stique 
and Lake Superior Railroad at St. Louis, Mo. 

Edward B. McCulloch has been appointed district fre'ght 
representative for the Baltimore and Ohio and the Alton at 
Davenport, la. 


Oe Be Oe Oooo Ooo > 





OO Oo S oo Bo Oe Ooo Oe OOO Be Ooo oO oO 9 OOo Ore Ore Ger Ger ung, 


Docket of the Commission 


OOo oOo oOo Ooo Oo Oo Oo Oo Oe Ooo Oe Boo Oe Oo Ooo Oo: 








aditediidae ee oe 


NOTE—items in the docket marked with an asterisk (*) have 
been added since the last issue of The Traffic Worid. New aS$ign. 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Current cance. 
lations and postponements announced too late to show the change in 
this docket will be noted elsewhere. 


March 22—-Jackson, Tenn.—New Southern Hotel—Examiner Archer: 
27582—-Jackson Cooperage Co. vs. G. M. & N. et al.. 


March 22—Memphis, Tenn.—Peabody Hotel—Examiner Bradford and 
Joint Boards 107 and 38: 
MC 59613—Application of Inter City Trucking Co., Inc., Memphis, 
Tenn., for certificate and to extend operations. 
MC 50812—United Film Lines. 


March 22—Buffalo, N. Y.—Hotel Buffalo—Joint Board 27: 
MC 43654—Dixie Ohio Express Co., Akron, O., to extend present op- 
eration. 
March 22—Fort Worth, Tex.—Hote]l Texas—Examiner Booth: 
MC 43604—Application of Texas Freight Co., Dallas, Tex., for cer- 
tificate or permit. 
MC 43605—Application of Texas Freight Co., Dallas, Tex., for license 
as broker. 
MC 86371—Application of Brown Bros., Pioneer, Tex., for certificate. 
MC 59867—Application of Highway Motor Freight Lines, Inc., Dallas, 
Tex., for certificate or permit. 





DEPENDABLE 
FAST FREIGHT 


Between 


ST. PAUL, MINNEAPOLIS, DULUTH, WINNI- 
PEG, BUTTE, GREAT FALLS, HELENA, 
BILLINGS, PORTLAND, SEATTLE, TACOMA, 
SPOKANE, KLAMATH FALLS, SACRA- 
MENTO, OAKLAND, SAN FRANCISCO, VAN- 
COUVER and VICTORIA, B. C., and Inter- 


mediate Points. 


FREE PICK-UP 


and Delivery of Less Than Carload Shipments 
. . . Get complete information from any Great 
Northern Freight Traffic Representative. 


H. G. Dow T. J. Shea C. F. O’Hara 
Eastern Traffic Mgr. Asst. Gen. Freight Agent Asst. Gen. Freight 
233 Broadway 105 W. Adams St., R. 620 and Passenger Agent 


New York, N. Y. Chicago, Ill. Helena, Mont. 









Route of the 
AIR - CONDITIONED 





C411 


J. F. Pewters 
Western Traffic Mer. 
Seattle, Wash. 


P. H. Burnham 
Freight Traffic Mgr. 
- Paul, Minn. 


EMPIRE BUILDER 









COMFORTABLE 
SCENIC TRAVEL 


on the 


Air-Conditioned EMPIRE BUILDER via the 
Scenic GLACIER PARK ROUTE between 
CHICAGO, TWIN CITIES, GLACIER PARK, 
SPOKANE, SEATTLE, TACOMA, PORTLAND, 
other NORTHWEST CITIES... CALIFORNIA, 
HAWAII and the ORIENT. 


WINNIPEG LIMITED 


Overnight Service TWIN CITIES-WINNIPEG 
...carrying Air-Conditioned HOTEL-OBSERVA- 
TION CAR...COMFORTABLE COACHES...Air- 
Conditioned SLEEPING CARS. 


B. S. Merritt C. W. Meldrum 
General Freight font Asst. Gen. Pomaneer Agt. 
759 Monadnock Bldg. Seattle, Wash. 

San Francisco, Calif. 





A. J. Dickinson 
Passenger Traffic Mgr. 
St. Paul, Minn. 
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If Springtime 


means moving time— 


. ee 

> Re, 
a 

. ~—+ : 


“ > 
e 
| essence ' 





come to Peoria and see its advantages for 
yourself. Spend some time studying the 
P. & P. U. Ry., its fast interchange service, 
its organization, its equipment. They make 
railway served property an asset to any 
shipper. 


Then look over the local properties it 
serves, the markets it reaches through its 
fourteen connecting trunk lines. 


Then see Peoria, its homes, churches, 
schools; its lake, river, golf courses. 


Peoria, served by the P. & P. U. Ry., has 
whatever you want in a location for a new 
factory, an assembly, branch or distribu- 
tion plant. 





For information write 


E. F. Stock, Traffic Manager, 
Union Station, Peoria, Illinois 


PEORIA ax» PEKIN UNION 
RAILWAY COMPANY 


Switching Service Between: 


iilinols Central R. R. 
Atehison, Topeka & Santa Fe Ry. — Terminal R. R. System 


land Waterways Cerporation 
Minneapolis & St. Louls R. R. 
New York, Chicago & St. Louls R. R. 
Pennsylvania Raliroad 
Peoria Terminal Raliread 
Tolede, Peoria & Westera R. R. 
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March 22—New York—Hotel Pennsylvania—Joint Board 67: 
MC 50003—Coffre’s Van Service, Palisades Park, N. J., for certificate, 
MC 50413—Kirbery Transportation, Inc., Bayonne, N. J., for permit, 
MC 50753—Super Freight Lines, South Plainfield, N. J., for permit 
MC 86332—A. Mastroberte, Garfield, N. J., for certificate. 


March 22—San Francisco—Merchants Exchange—Joint Board 5: 
MC 31806, Sub. No. 1—Application of Benjamin Franklin Line, Inc., 
San Francisco, for certificate. 


March 22—San Francisco, Calif.—Merchants Exchange—Joint Board 11: 
MC86634—Application of Star Bus Line, San Francisco, for certificate, 


March 22—Washington, D. C.—Examiner Molster: 
Finance 11516—Application of Alabama & Florida for authority to 
acquire properties of the A. F. & G. 


March 22—Atlanta, Ga.—Atlanta Biltmore Hotel—Joint Board 102: 
MC-F 185—L & L Freight Lines, Inc., purchase of rights of Plennie 
and J. P. Upchurch. 


March 23—Washington, D. C.—Examiners Boyden and Walsh: 
Finance 10881—C. & N. W. Reorganization. 


March 23—Washington, D. C.: 
Ex Parte 115—In the matter of increases in freight rates and charges, 


March 23—Memphis, Tenn.—Peabody Hotel—Examiner Bradford: 
MC 5907—Application of Silver Fleet of Memphis, Inc., for cer. 
tificate and to extend operations. 


March 23—Ft. Worth—Hotel Texas—Jt. Bd. 77 and Examiner Booth: 
MC 15860—Application of Frank’s Travel Bureau, Dallas, Tex., for 
license. 
MC 27542—Application of Martin’s Interstate Travel Bureau and Fort 
Worth Travel Bureau, Ft. Worth, Tex., for license. 
MC 67154—Application of Interstate Fireproof Storage & Transfer 
Co., for certificate and to extend operations. 


March 23—Denver, Colo.—State Commission—Joint Board 50: 
MC 86082—Application of S & R Truck Lines, Lander, Wyo., for cer- 
tificate. 


March 23—St. Paul, Minn.—Minn. Commission—Joint boards 219 and 9% 
and Examiner Peterson: 
MC 7230—Application of Northwestern Forwarding Co., St. Paul, 
Minn., for certificate or permit. 


March 23—Buffalo, N. Y.—Hotel Buffalo—Examiner Lawton: 
MC 50410—Clayton Mosier, Darien Center, N. Y., for certificate. 
MC 50164—Walter H. Cricks, Great Valley, N. Y., for permit. 
MC 86358—William Watkins, Jr., Franklinville, N. Y., for certificate, 
MC 86380—Ex-Service Mans Trucking, Olean, N. Y., for certificate. 


March 23—New York—Hotel Pennsylvania—Joint Board 67: 
MC 60847—Standard Trucking Co., Newark, N. J., for certificate or 
permit and to extend operation. 
MC 71536—Arrow Carrier Corp., Paterson, N. J., for certificate or 
permit. 
MC 86129—Norman Snyder, Keyport, N. J., for certificate. 


March 23—Chattanooga, Tenn—Federal Bldg.—Examiner Higgins: 
MC-F 229—Blue & Gray Transp. Co. purchase of rights, etc., of 
Eveready Freight Lines. 
March 24—Nashville, Tenn.—State Comm.—Joint Board 209: 
MC 19829—Application of Cincinnati-Southern Motor Express, Inc., 
Nashville, Tenn., for certificate. 
MC 40704—Application of Cincinnati-Southern Motor Express, Inc., 
Nashville, Tenn., for certificate and/or permit. 


March 24—Fort Worth, Tex.—Hotel Texas—Joint Board 77: 
MC 24334—Application of Interstate Motor Freight Line, Inc., Dallas, 
Tex., for license to operate as broker. 
MC 70858—Application of L. B. Jones, Ralls, Tex., for certificate or 


permit. 

MC 79366—Application of Associated Van Lines, Dallas, Tex., for 
license. 

MC 83999—Application of Dixie Motor Coaches, Dallas, Tex., for 
license. 


March 24—Denver, Colo.—State Commission—Joint Boards 212 and 213: 
MC 2863—Application of Rio Grande Motor Way, Inc., Denver, Colo., 
for certificate and to extend present operations. 


March 24—Buffalo, N. Y.—Hotel Buffalo—Examiner Lawton: 
MC 50405—Philip Zucarelli and Gabriel Vastola, Buffalo, N. Y., for 
certificate. 
MC 86253—William Schoenleber, Buffalo, N. Y., for certificate. 
MC 50353—Jose Transportation Co. 


March 24—New York—Hotel Pennsylvania—Joint Boards 159 and 22: 
MC 5254—Adolph’s Trucking Co., Inc., New York, for certificate or 
permit. 
MC 50901—Monell Despatch, Suffield, Conn., for certificate. 
MC 50910—Thomas Brookins, Palisades Park, N, J., for permit. 


March 24—Knoxville, Tenn.—U. S. Court—Examiner Higgins: 
MC-F 230—The Transportation, Inc., purchase of rights, etc., of Nel- 
son Transfer Co. 


March 24—St. Paul, Minn.—Minn. Commission—Examiner Peterson 
and Joint Board 96: 
MC 43475 and Sub. No. 1—Application of Glendenning Transfer Serv- 
ice, St. Paul, Minn., for certificate to extend present operation. 


March 25—Nashville, Tenn.—State Comm.—Examiner Bradford: 
MC 159 and sub. 1—Application of Jack Wehby Motor Express, Nash- 
ville, Tenn., for certificate and to extend operations. 
March 25—Ft. Worth—Hotel Texas—Jt. Bds. 16, 77, 171: 
MC 6919—Application of Interstate Motor Freight Lines, Inc., Dallas, 
Tex., for certificate or permit. 
MC 86169—Application of Parker Bus Co., Durant, Okla., for cer 
tificate. 
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SPEED 


IS THE REQUIREMENT 
OF EVERY 


SHIPPER 
PORT HOUSTON 


ABLY MEETS THIS REQUIREMENT 
WITH A COMBINATION OF THE 
FOLLOWING ITEMS: 


Complete shipping facilities for 
the efficient handling of your 
shipments. 


Quick dispatch at low costs. 


Fast, frequent steamship serv- 
ice to and from almost every 
world Port. 


Competent supervision, offer- 
ing assistance on any shipping 
problem. 


J. RUSSELL WAIT 
DIRECTOR OF THE PORT 







MOOREMACK GULF LINES 


Weekly Sailings 


Between 
BOSTON, PHILADELPHIA, BALTIMORE, NEW ORLEANS, HOUSTON, 
CORPUS CHRISTI, BROWNSVILLE 


Between 
PHILADELPHIA, NEW ORLEANS and MIAMI 
Between 
PHILADELPHIA and TAMPA 
etwee 
NEW ORLEANS, HOUSTON, CORPUS CHRISTI and BROWNSVILLE 
MOORE and McCORMACK, Inc., Agents 


NEW YORK, 5 Broadway 
BALTIMORE, Seaboard Bldg. 
BOSTON, 75 State St. 
BROWNSVILLE, Municipal Docks 
CHICAGO, 704 Marquette Bidg. 
CORPUS CHRISTI, Municipal Docks 
DALLAS, Cotton Exchange Bids. 
DETROIT, 556 Book Bidg. 
HOUSTON, Cotton Exchange Bidg. 
MEMPHIS, Cotton Exchange Bldg. 








MIAMI, 314 Postal Bidg. 

NEW ORLEANS, Whitney Bldg. 
PHILADELPHIA, Bourse Bldg. 
PITTSBURGH, Oliver Bidg. 
ROCHESTER, 1408 Temple Bidg. 
SAN ANTONIO, 916 South Texas 


Bank Bidg. 
ST. LOUIS, 742 Paul Brown Bidg. 
SHREVEPORT, 400 McNeill St. 
TAMPA, 309 Morgan St. 















The Traffic World 















































fom Horde, 
HORDER’S 


Domestic and Export 


TRAFFIC 
RMS 


* 
ZATELROADS 

WATERWAYS 
oR TRUCK 


PLETE 
RATE 
AUATE 








Waeder’ Fors 


~/ 


— 
———. 


~. 
sen e, 


oe 
i 


= 
ae 


Continuously 
Checked and 
Revised Against 
Latest Practices, 
Rules and 
Regulations 


MOTOR CARRIERS! 
Horder’s Forms 
are Applicable to 
ALL TYPES 
of Carriers 






SHIPPING DEPARTMENT SUPPLIES 


The latest and most effective supplies for packing 
and shipping. Companies outside of Chicago are 
invited to write for price quotations on supplies. 


HORDER’S, Inc. 


Office Equipment 


11 Stores in Chicago * Main Office: 231 S. Jefferson St., Chicago 


All Telephones: FRAnklin 6760 
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If Springtime 


means moving time— 


Sy 





come to Peoria and see its advantages for 
yourself. Spend some time studying the 
P. & P. U. Ry., its fast interchange service, 
its organization, its equipment. They make 
railway served property an asset to any 
shipper. 


Then look over the local properties it 
serves, the markets it reaches through its 
fourteen connecting trunk lines. 


Then see Peoria, its homes, churches, 
schools; its lake, river, golf courses. 


Peoria, served by the P. & P. U. Ry., has 
whatever you want in a location for a new 
factory, an assembly, branch or distribu- 
tion plant. 





For information write 


E. F. Stock, Traffic Manager, 
Union Station, Peoria, Illinois 


PEORIA ax» PEKIN UNION 
RAILWAY COMPANY 


Switching Service Between: 
Peoria & Bette Union Ry. Ce. Ilinols Central R 


a . © a Fe Ry. ar Terminal ne R. System 
Cateage qn er “ Gunes R.R. Minneapolis & St. Louls R. R 


agten “ 
New York, Chicago & St. Louls R. R. 
Chicege, Rock Island & Pasite Ry. Penneyivania Raliroad 
Cleve., Cin., Chi. & St. Leuls Ry. Peoria Terminal Raliread 
(Peoria a Eastern) Toledo, Peorla & Westera R. R. 
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March 22—New York—Hotel Pennsylvania—Joint Board 67: 
MC 50003—Coffre’s Van Service, Palisades Park, N. J., for certificate 
MC 50413—Kirbery Transportation, Inc., Bayonne, N. J., for permit, 
MC 50753—Super Freight Lines, South ‘Plainfield, N. J., for permit. 
MC 86332—A. Mastroberte, Garfield, N. J., for certificate. 


March 22—San Francisco—Merchants Exchange—Joint Board 5: 
MC 31806, Sub. No. 1—Application of Benjamin Franklin Line, Ine, 
San Francisco, for certificate. 


March 22—San Francisco, Calif.—iMerchants Exchange—Joint Board 1. 
MC86634—Application of Star Bus Line, San Francisco, for certificate. 


March 22—Washington, D. C.—Examiner Molster: 
Finance 11516—Application of Alabama & Florida for authority to 
acquire properties of the A. F. & G. 


March 22—Atlanta, Ga.—Atlanta Biltmore Hotel—Joint Board 102: 
MC-F 185—L & L Freight Lines, Inc., purchase of rights of Plennie 
and J. P. Upchurch. 


March 23—Washington, D. C.—Examiners Boyden and Walsh: 
Finance 10881—C. & N. W. Reorganization. 


March 23—Washington, D. C.: 
Ex Parte 115—In the matter of increases in freight rates and charges, 


March 23—Memphis, Tenn.—Peabody Hotel—Examiner Bradford: 
MC 5907—Application of Silver Fleet of Memphis, Inc., for cer. 
tificate and to extend operations. 


March 23—Ft. Worth—Hotel Texas—Jt. Bd. 77 and Examiner Booth: 
MC 15860—Application of Frank’s Travel Bureau, Dallas, Tex., for 
license. 
MC 27542—Application of Martin’s Interstate Travel Bureau and Fort 
Worth Travel Bureau, Ft. Worth, Tex., for license. 
MC 67154—Application of Interstate Fireproof Storage & Transfer 
Co., for certificate and to extend operations. 


March 23—Denver, Colo.—State Commission—Joint Board 50: 
MC 86082—Application of S & R Truck Lines, Lander, Wyo., for cer- 
tificate. 


March 23—St. Paul, Minn.—Minn. Commission—Joint boards 219 and 9 
and Examiner Peterson: 
MC 7230—Application of Northwestern Forwarding Co., St. Paul, 
Minn., for certificate or permit. 


March 23—Buffalo, N. Y.—Hotel Buffalo—Examiner Lawton: 
MC 50410—Clayton Mosier, Darien Center, N. Y., for certificate. 
MC 50164—Walter H. Cricks, Great Valley, N. Y., for permit. 
MC 86358—William Watkins, Jr., Franklinville, N. Y., for certificate, 
MC 86380—Ex-Service Mans Trucking, Olean, N. Y., for certificate. 


March 23—New York—Hotel Pennsylvania—Joint Board 67: 
MC 60847—Standard Trucking Co., Newark, N. J., for certificate or 
permit and to extend operation. 
MC 71536—Arrow Carrier Corp., Paterson, N. J., for certificate or 
permit. 
MC 86129—Norman Snyder, Keyport, N. J., for certificate. 


March 23—Chattanooga, Tenn—Federal Bldg.—Examiner Higgins: 
MC-F 229—Blue & Gray Transp. Co. purchase of rights, etc., of 
Eveready Freight Lines. 
March 24—Nashville, Tenn.—State Comm.—Joint Board 209: 
MC 19829—Application of Cincinnati-Southern Motor Express, Inc., 
Nashville, Tenn., for certificate. 
MC 40704—Application of Cincinnati-Southern Motor Express, Inc., 
Nashville, Tenn., for certificate and/or permit. 
March 24—Fort Worth, Tex.—Hotel Texas—Joint Board 77: 
MC 24334—Application of Interstate Motor Freight Line, Inc., Dallas, 
Tex., for license to operate as broker. 
MC 70858—Application of L. B. Jones, Ralls, Tex., for certificate or 


permit. 

MC 79366—Application of Associated Van Lines, Dallas, Tex., for 
license. 

MC 83999—Application of Dixie Motor Coaches, Dallas, Tex., for 
license. 


March 24—Denver, Colo.—State Commission—Joint Boards 212 and 213: 
MC 2863—Application of Rio Grande Motor Way, Inc., Denver, Colo., 
for certificate and to extend present operations. 


March 24—Buffalo, N. Y.—Hotel Buffalo—Examiner Lawton: 
MC 50405—Philip Zucarelli and Gabriel Vastola, Buffalo, N. Y., for 
certificate. 
MC 86253—William Schoenleber, Buffalo, N. Y., for certificate. 
MC 50353—Jose Transportation Co. 


March 24—New York—Hotel Pennsylvania—Joint Boards 159 and 22: 
MC 5254—Adolph’s Trucking Co., Inc., New York, for certificate or 
permit. 
MC 50901—Monell Despatch, Suffield, Conn., for certificate. 
MC 50910—Thomas Brookins, Palisades Park, N, J., for permit. 


March 24—Knoxville, Tenn.—U. S. Court—Examiner Higgins: 
MC-F 230—The Transportation, Inc., purchase of rights, etc., of Nel- 
son Transfer Co. 


March 24—St. Paul, Minn.—Minn. Commission—Examiner Peterson 
and Joint Board 96: 
MC 43475 and Sub. No. 1—Application of Glendenning Transfer Serv- 
ice, St. Paul, Minn., for certificate to extend present operation. 


March 25—Nashville, Tenn.—State Comm.—Examiner Bradford: 
MC 159 and sub. 1—Application of Jack Wehby Motor Express, Nash- 
ville, Tenn., for certificate and to extend operations. 
March 25—Ft. Worth—Hotel Texas—Jt. Bds. 16, 77, 171: 
MC 6919—Application of Interstate Motor Freight Lines, Inc., Dallas, 
Tex., for certificate or permit. 
MC 86169—Application of Parker Bus Co., Durant, Okla., for cer 
tificate. 
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SPEED 


IS THE REQUIREMENT 
OF EVERY 


SHIPPER 
PORT HOUSTON 


ABLY MEETS THIS REQUIREMENT 
WITH A COMBINATION OF THE 
FOLLOWING ITEMS: 


Complete shipping facilities for 
the efficient handling of your 
shipments. 


Quick dispatch at low costs. 


Fast, frequent steamship serv- 
ice to and from almost every 
world Port. 


Competent supervision, offer- 
ing assistance on any shipping 
problem. 


J. RUSSELL WAIT 
DIRECTOR OF THE PORT 










MOOREMACK GULF LINES 


Weekly Sailings 


Between 
BOSTON, PHILADELPHIA, BALTIMORE, NEW ORLEANS, HOUSTON, 
CORPUS CHRISTI, BROWNSVILLE 


Between 
PHILADELPHIA, — ORLEANS and MIAMI 
ween 
PHILADELPHIA and TAMPA 
ween 
NEW ORLEANS, HOUSTON, CORPUS CHRISTI and BROWNSVILLE 


MOORE and McCORMACK, Inc., Agents 





NEW YORK, 5 Broadway MIAMI, 314 Postal Bidg. 
BALTIMORE, Seaboard Bidg. NEW ORLEANS, Whitney Bidg. 
BOSTON, 75 State St. PHILADELPHIA, Bourse Bidg. 
BROWNSVILLE, Municipal Docks PITTSBURGH, Oliver Bidg. 


CHICAGO, 704 Marquette Bidg. ROCHESTER, 1408 Temple Bidg. 
CORPUS CHRISTI, Municipal Docks SAN la te 916 South Texas 






DALLAS, Cotton Exchange Bids. Bank Bidg. 
DETROIT, 556 Book Bids. ST. LOUIS, 742 Paul Brown Bids. 
HOUSTON, Cotton Exchange Bids. SHREVEPORT, 400 McNeill St. 


MEMPHIS, Cotton Exchange Bidg. TAMPA, 309 Morgan St. 
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Continuously 
Checked and 
Revised Against 
Latest Practices, 
Rules and 
Regulations 


MOTOR CARRIERS! 
Horder’s Forms 
are Applicable to 
ALL TYPES 
of Carriers 


SHIPPING DEPARTMENT SUPPLIES 


The latest and most effective supplies for packing 
and shipping. Companies outside of Chicago are 
invited to write for price quotations on supplies. 


HORDER’S, Inc. 


Office Equipment 


11 Stores in Chicago * Main Office: 231 S. Jefferson St., Chicago 
All Telephones: FRAnklin 6760 
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STARRETT LEHIGH 
BUILDING 





Look Before You Locate 


Starrett Lehigh Building, bounded by West 26th and 
West 27th Streets and 11th and 13th Avenues, New 
York City, affords an excellent location for manufac- 
turing and distribution. 


IT HAS — 
® Lehigh Valley Railroad freight terminal on street level. 
Freight elevators direct to platform in rail yard. 


® Truck elevators to all floors with convenient truck pits, 
offering street floor facilities throughout the building. 


® Floor areas, 52,000 to 124,000 sq. ft. Smaller units may 
be leased. 


® Low insurance rates. 
® Live steam for manufacturing purposes. 
® Fast passenger elevators. 


® Restaurant and barber shop. 


INVESTIGATE THE ADVANTAGES OF THIS BUILDING 


You will find it easily adaptable as your Eastern manu- 
facturing and distributing plant, sales and display 
offices. It is situated on wide thoroughfares in the 
center of Manhattan. 


Nationally-known concerns, already occupants of the 
building, have been able materially to lower their New 
York operating costs and at the same time increase 
their efficiency. You, too, can save here. 

Write or telephone or descriptive booklet. 


Starrett Lehigh Building 


D. R. CROTSLEY, Manager, 601 West 26th Street 
Telephone: CHickering 4-5520 
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March 25—St. Paul, Minn.—Minn. Commission—Examiner Peterson: 
MC 29985—Application of Murphy Transport Co., Newport, Minn., 


N«¢ 
for certificate or permit. 
MC 59675—Application of Murphy Transport Co., Newport, Minn., 
for certificate or permit. 
March 25—New York—Hotel Pennsylvania—-Examiner Naftalin: 
MC 50757—Andy’s Express Co., Riverhead, N. Y., for certificate. 
MC 86354—E. & P. Trucking, Huntington Station, N. Y., for cer- 
tificate. 
MC 86241—Connecticut Dress Carriers, New Haven, Conn., for cer- 
tificate. 
March 25—Buffalo, N. Y.—Hotel Buffalo—Examiners Lawton and 
Naftalin: N 


MC 1896—Boss Lines, Inc., Buffalo, N. Y., 
tend operation. 
MC 68949—Boss Lines, Inc., Buffalo, for permit. 
MC 93131—Veterans Express, Haledon, N. J., for permit. 
March 25—Washington, D. C.—Examiner Prichard: 
Finance 4972—Lease of line by Los Angeles Junction Railway Co. N 
March 25—Washington, D. C.—Examiner Esch: 
* 27469—Virginia Lime Products Co., Inc., vs. C. & O. 
March 26—Fort Worth, Tex.—Hotel Texas—Examiner Booth and Joint 
Boards 16 and 211: 
MC C-15—Common Carrier Motor Freight Assn, Inc., vs. 
& Texas Transfer Co. 
MC C-16—Common Carrier Motor Freight Assn., Inc., 
Motor Freight Lines. 


March 26—St. Paul, Minn.—Minn. Commission—Examiner Peterson: 
MC 79982—Application of Rochester Transfer Co., Rochester, Minn., N 
for certificate or permit. 


March 26—Rochester, N. Y.—U. S. Court—Examiner Lawton: 
MC 50913—Dansville Transport Co., Dansville, N. Y., for permit. 


March 26—Rochester, N. Y.—U. S. Court—Joint Board 27: 
MC 86386—Oliver I. Kemp, Andover, N. Y., for certificate. 


March 26—New York—Hotel Pennsylvania—Examiner Naftalin: 
MC 86338—Chester Bagley, Ridgewood, N. J., for certificate. 
MC 86216—Try-Boro Distributors, Brooklyn, N. Y., for certificate. 
MC 86249—Addalia & Martinelli, Elizabeth, N. J., for permit. 


March 27—Memphis, Tenn.—Peabody Hotel—Examiner Peyser: 

MC 21087—Nighthawk Express, Inc., West Memphis, Ark., for permit. 
March 27—Syracuse, N. Y.—U. S. Court—Examiner Lawton: 

MC 86373—Guy J. Morreale, Utica, N. Y., for permit. 


March 27—New York—Hotel Pennsylvania—Examiner Naftalin: 
MC 50808—Refrigerated Delivery Service, New York, N. Y., for a 
permit. 
March 27—New York City—Hotel Pennsylvania—Examiner Naftalin: 
MC 86212—Checker Freight Lines, Lyndhurst, N. J., for certificate. 
MC 86135—George Freligh, Paramus, N. J., for certificate. 


March 29—Binghamton, N. Y.—U. S. Court—Examiner Lawton: ' 
MC 50955—Otto Everett France, Binghamton, N. Y., for certificate. i 
MC 86170—Richard Coole, Harpursville, N. Y., for certificate. 

MC 35684—Cole’s Trucking Service, Sayre, Pa., for certificate. 

March 29—Denver, Colo.—State Commission—Examiner Corcoran: 

MC 661—Application of Denver Los Angeles Trucking Co., Denver, 
for certificate. 

MC 68752—Application of Denver-Seattle Truck Lines, 
Wash., for certificate. 

MC 27755—Central Pacific Truck Line, Denver, Colo., for certificate 
or permit. 

March 29—New York—Hotel Pennsylvania—Examiner Naftalin: 

MC 46053—Buchman & Brockway, Inc., Somerville, N. J., for cer- 
tificate. 

MC 50949—J. Randolph Express, Montclair, N. J., for certificate. 

MC 27569—Amco Carrier Corporation, Paterson, N. J., for certificate. 

MC 86321—James Luiso & Son, Inc., Mt. Vernon, N. Y., for cer- 
tificate. 

March 29—New York, N. Y.—Pennsylvania Hotel—Joint Board 3: 

MC-F 196—Garden State Lines purchase of rights, etc., of Ridgewood 
Bus Lines. 

March 29—San Francisco—Merchants Exchange—Examiner Croft: 

MC 67183—Application of Contract Carriers Sedan Travel Assn., San 
Francisco, for permit. 

March 29—Little Rock, Ark—Arkansas Commission—Examiner Peyser, 
and Jt. Bds. 215 and 91: 

MC 819—Application of Arkansas Transfer & Moving Co., 
Rock, Ark., for certificate. 

MC 29957, Sub. No. 2—Application of Tri-State Transit Co., of Lou- 
isiana, Inc., Shreveport, La., or certificate to extend operation. 
MC 17721—Application of Phillips and Gilbert, Paragould, Ark., 

for permit and to extend operation. 

March 29—Hagerstown, Md.—Federal Bldg.—Examiner Prichard: 
Finance 11279—Application of Western Maryland and Williamsport, 

Nessle & Martinsburg Ry. to abandon lines from Charlton to 
Snyder and from Nessle Jct. to Nessle in Washington county, Md., 
and Berkeley county, W. Va. 

March 29—Washington, D. C.—Argument: 

* Finance 11064—Application of trustees in reorganization proceedings 
of C. R. lL. & P. and C. R. I. & G. to merge operations of properties 
of said companies. 

* MC 525—St. Andrews Bay Transp. Co. extension of operations. 

* MC 29807—Valley Express Co. 


for certificate and to ex- 


Oklahoma 


vs. McDonald 


Edmunds, 


Little 


WANTED BY substantial short line railroad operating in North- 
west, Traveling Freight Representative. Man acquainted with terri- 
tory in Indiana, Ohio and Michigan preferred. Address Box GL-2, 
Traffic World, 418 S. Michigan Ave., Chicago, Ill. 
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on: NEW COMPLAINTS FILED 7 
nn., No. 27680, Strong-Scott Manufacturing Co., Minneapolis, Minn., vs. A. So th St h ( 
C. & Y. et al. 
linn., Rates in daiaiion first three sections, hammers, pulverizing u ern eams ip ompanhy 


mill, steel, L. C. L. and C. L., Minneapolis, Minn., to points in 
l., Ind., Ia., Mich... W. D., S&S. D., Clo, Pa, N. F.. Ve. M Ba. 
Maine, Mass., R. I., Conn., N. J., Del., Md., Va., W. Va., and 
cer- Wis., to the extent that the charges exceed rates on iron and 
steel bars based on 32% per cent of first class rates on carloads 
and 40 or 45 per cent of first class rates on less than carloads. 
Asks rates. (A. W. Strong, Jr., V. P., Taft & N. E. Kennedy 





(Pioneer Steamship Line to Houston ) 
OPERATING FAST FREIGHT SERVICE BETWEEN 


Philadelphia, Pa.; Norfolk, Va., 
and Houston, Texas 


| cer- 


ON A EE 


and Sts., Minneapolis, Minn.) SAILINGS: 
No. 27681, O’Sullivan Rubber Co., Inc., Hagerstown, Md., vs. C. Pa H Iphia .... a 
oink Pe eee a From Philadelph Wednesdays and Saturdays 


From Norfolk to Houston .............. Thursdays 

From Houston to Philadelphia . Mondays and Thursdays 

From Houston to Norfolk ............... Mond ys 
Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
1360 Broad Street Setion Bidg.. POUL ADEL SIA, peed 


Rate, plant equipment for a rubber heel and sole plant, Racine, 
Wis., to Hagerstown, Md., some of which was reshipped to Win- 
chester, Va., in violation section 1. Asks reparation. (R. P. Funck- 
houser, V. P., 138 West Washington St., Hagerstown, Md.) 
‘0. No. 27682, Tankar Gas, Inc., Minneapolis, Minn., vs. Alton & Southern 
et al. 
Charges, petroleum and its products, Ark., Ill., Kans., La., Mich., 
Joint Okla., Tex. and Wyo., to points in Ill., Ia., Minn., Mo., N. D., 
and Wis., in violation of sections 1, 2 and 3 on the ground that 
charges were calculated on an estimated weight of 6.6 pounds 














homa a gallon in the case of gasoline when, as alleged, the actual weight 9 
ah approximately 5.7 pounds a gallon. The undue te WHEN oe | IS THE WORD 
ynald alleged was in favor of shippers who paid charges on only the 
actual weights. Asks reasonable charges and reparation. (Stanley 2) 
on: B. Houck, 1360 Northwestern Bank Bldg., Minneapolis, Minn. ‘ > 
linn., MC-C 39, Sub. No. 1, Chicago-Milwaukee Motor Geevkinn, Inc., amen. Ship by AIR EXPRESS 
Ill., vs. Railway Express Motor Transport, Inc. . ° 
Similar to oo Prem tl as to tariff MF I. C. C. No. 1. Similar 2500 Miles Overnight 
prayer. (Earl Girard, Suite 334, 767 Milwaukee Ave., Chicago, III.) Complete, super-swift, nation-wide. De- 
= livers day and night to 216 cities, and 
SHIP AND BOAT BUILDING wt Cae ibe ne ee 
Shipyards in the United States reported a substantial in- Guam, Manila and 32 Latin-American 
crease in activity in 1935 over 1933, as reflected in employment Se ok 
ate. and in the value of work done, according to preliminary figures pla gle agg Soegg om va pean 
compiled from the returns of the recent Biennial Census of nearest Railway Express office. 
; Manufacturers, released by Director William L. Austin, Bureau 
rmit. ~110 
of the Census, Department of Commerce. A | R 
Shipyards employed 44,830 wage earners in 1935, an in- 
crease of 45.2 per cent over 30,885 reported for 1933, and the bh X Pp R b 5 S 
| rate of increase in wages, from $33,890,080 to $55,421,801, was DIVISION 
= 9 63.5 per cent. The total value of work done in 1935 (both new RAILWAY EXPRESS AGENCY 
_ construction and repair) amounted to $154,899,887, an increase 
cate. of 67.1 per cent over $92,696,191 reported for 1933. The value 


| of work done on ships and boats launched in 1935 was $31,- 
484,057, a decrease of 51.3 per cent as compared with $64,701,996 
ate. reported for 1931. (No comparable detailed data were col- 
lected for 1933.) The value of work done on vessels launched 
prior to the beginning or after the close of the year, on the 
other hand, increased from $33,148,169 in 1931 to $53,164,999 
in 1935. The receipts for repair work done in 1935 were $48,- 

044,643, as compared with $58,166,179 for 1931. 
This industry, as constituted for Manufactures Census pur- 
icate poses, embraces shipyards and other establishments engaged 
primarily in building and repairing vessels of all classes and 
sizes, and establishments making masts, spars, and other acces- 
cer- sories for such vessels. The term “value of work done” refers 
not merely to labor performed but covers the cost of materials, 
etc., used in doing the work. In the cases of craft that were 
begun and completed within the year, the entire value, includ- 
ing shipbuilders’ profits, was reported; but in the cases of those 
that were begun within the preceding year and completed in 
vood the census year, or were begun within the census year and 
completed later, only the actual expenditures for labor, mate- 

rials, etc., were reported. 
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San between 
yser, = 2 NEW YORK, 
« | You Need this book! BOSTON. 
Lou- @ Have you often wished you knew the real “low-down”—the author- NEW ORLEANS, 
Le itative facts—about getting a better job and bigger pay in transporta- SAN FRANCISCO ano ST. JOHN. N. B. 
ark.. tion work? Then you will welcome our free copy of “Opportunities in ; ‘ 

' Traffic Management’’. . .a comprehensive, 64-page, illustrated survey AND 

ort, of this vital subject, and of how to win to $3,000-$5,000-$7,500 and CUBA, JAMAICA, PANAMA, COLOMBIA, COSTA 
1 to even higher-salaried executive jobs by thescientific way of expert, spare- RICA, GUATEMALA, HONDURAS, BRITISH 
Md., time training. It shows you how, definitely, to get from where you are HONDURAS, NICARAGUA, EL SALVADOR 


to where you want to be—in a field of more and bigger possibilities 

= than ever! Hit-or-miss learning by slow “experience” while the years 
gs : : ; salt: 

rties fly by, is replaced by specific, step-by-step instruction in every phase 

of traffic management that in the quickest time qualifies you for bigger- 

pay work. This is the direct route many have taken from clerkships 

and commonplace routine to managerships that only ability com- 


also 


WEST COAST PORTS of CENTRAL and SOUTH AMERICA 
and MEXICO (transhipment at CRISTOBAL) 


FREIGHT TRAP ESC DEPARTMENT 


New York........ North River New Orieans..... 321 St. Charles St. 


a mands! Does such a future appeal to you? If so, write today for this Chieago...... iiiwe Washiagton St. St. John, N. 6. a E. Kane & 
sche ) booklet. There is no obligation, and you will find it highly interesting. nan aa = ey Whart tana Adelaide Hew House, King Witttem st 


Also regular weeldy dy pemesger 9 te service (and “Guest Cruises’) | 
a 


Dept. 395-TA LaSalle Extension University Chicago, Il. aribbean. * 
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This Guide has been prepared to provide traffic managers possible the 





The Traffic World 


Vol. LIX, No. 12 


Guide to Motor Transport Lines 
Serving Key Distribution Areas 


(This Guide is published in the third issue of each calendar month) 


Purpose of Guide 


distribution pao. The use of these cities makes 
ollowing quick, simple procedures for the 


with conveniently organized information about respon- selection of motor transport services: 


sible motor transport lines. 


The dependability of each Routes from One Key City to Another: 


advertiser has — investigated. Each has been highly 1. Look under both cities for the name or names of 


recommended by well known shippers and has provided motor transport lines that serve both cities, then 
satisfactory evidence as to financial responsibility. check maps in the advertisements of these com- 
Although THE TRAFFIC WORLD has taken every panies for details of the character of service offered 
oon. « A precaution to restrict this Guide to respon- 2. If no company offers a through service, check maps of 
sible, dependable and capable motor transport operators, those companies which are prefaced by directional 
it assumes no responsibility for dealings or service. /t i indicating that they offer a service going in 
requests, however, that traffic managers nbest any unsatis- e direction wanted and make the selection of the 
factory experiences or dealings, should they arise. The companies to be used on the basis of the most 
source of such reports will not be divulged even in cases efficient connections. oe : 
that warrant the dropping of advertisers. Routes to or from Key Cities to Other Points: 

T Ind Make Guid Check directional symbols under the Key City for com- 

wo Indexes Make Guide Easy to Use panies operating services in the direction of the other 


To simplify the finding of a service to fit a 
requirements, two indexes have been pre 


Alphabetical Index: 
wanted, refer to the alphabetical index. 
Index of Motor Trans 
Areas: This index ena 


Each motor trans 
cities it serves. 


- d shipper’s point, then refer to individual maps. 


Routes Between Points Other than Key Cities: 


When a specific company is Refer to the motor transport lines listed under the Key 


rt Lines by Key Distribution 
les the user to find the service or 
services available between any two points without resort wanted. The recordin 
to a complicated system of 


is illustrated by the following examples: 


Key City and Suburbs only. 


© This indicates th 


**Key Distribution Area’”’ wall map. 


*,~ This indicates that four routes are operated to 
"* points beyond the Key City Area: 


southwest, and northwest. 





Carr’s Transfer. 


Central Freight Lines, 1 Inc... 
Gateway City Transfer Co. 
Hampton Roads Transportation Co. 


Cities nearest the points to be served. The direc- 
tional symbols provide the means of determining 
which companies offer services in the directions 
of major highway numbers 


es or cross references. makes possible the wee tion of an assured service 


rt line is listed under all of the ke 
efore each listing i is a symbol whic: even when 
shows the direction of the com 


out of the city. This system of directional symbols 


between any two points listed on a highway map 
those points are not shown on the 


ny’s service into and advertiser's map. 


Character of Highway Service Offered by Motor 








Transport Lines: The individual maps that accom- 
pany advertisements have been uniformly prepared. 
After once becoming familiar with the significance of the 
various types of route lines shown, one can tell at a 
glance the character of service offered via each route 
operated by each motor line. 


Arrangement of Advertisements 


Data for companies serving adjacent or overlapping 
regions are grouped. It is thus possible to plan a co- 
ordinated system of distribution by studying the avail- 
able services by regions. 

Data Regarding Advertisers: The facts listed for each 
motor line follows a uniform arrangement: 


# 
= 


General facts. 

Address, telephone and teletype numbers, and person 
with whom to communicate at general office, and, 
when space permits, this data is also shown for 
branch offices. 

Equipment—character, number of units, ownership. 
Insurance—types and amounts carried. When 
amount is shown, it relates in all cases to unit cover- 
age per vehicle or whatever other standard unit is 
applicable. All insurance data is verified at time 
advertiser is accepted. 


Important—When a star (*) is used it sigoiiee that 


THE TRAFFIC WORLD has established an ar- 
rangement with the underwriter or its agent by 
which it will be informed of any lapse in the in- 
surance or bonds. 





© This indicates a local cartage company serving qumrmmmm Daily service to and from all points (Intrastate service) 5. Schedules of operations—number of runs daily, 
Dail f see as Onterten ) whether day or night runs, and average time of runs 
at the intercity service offered fay Oe ee ee Sena ee Se Pee between major terminals, etc.—are shown when 
by the company is entively within the Key sommes Daily coordinated rail-motor service. space permits. 
Distribution Area served by the Key City—See Service 2 or 3 times weekly. 6. Special services and facilities—data regarding ac- 
Irregular or special service routes—truck load shipments, etc. ceptance of c.O.D. shipments, special terminal 
C sae facilities, local services, etc. 
east, south, a Se 7. Association memberships are reported since some 
eeeee es Ferries. traffic managers use this as a measure of the standing 
Shipments originate, with few exceptions, from major @ O Principal points served & Terminal cities. of a company. 
Alphabetical Index 
COMPANY Page COMPANY Page COMPANY Page 
rare: | Inter State Motor Freight System.... 3 On Time Transfer Company......... 4 
ae 5 Lee & Eastes.. 4 Red Arrow Freight Lines, Inc........._ 5 
See Ries hie em 4 . Monroe Transfer & Warehouse Co., Inc. 5 Silver Fleet of Memphis, Inc......... 5 
New York & New Brunswick Auto T. S. C. Motor Freight Lines, Inc. ... 5 
|, ES A 2 Express Co., Inc.......... : 2 Tidewater Express Lines, Inc......... 2 


—The Wright Line 





ALABAMA 


Birmingham 


. Silver Fleet of 


Memphis 


ARKANSAS 


Little Rock 


e dilver Fleet of 


Memphis 


DELAWARE 
Wilmington 


~* Hampton Roads 
; Wright Line 
DIST. OF COL. 


Washington 


su® Carr's Transfer 


$« Tidewater 
Lines 
ILLINOIS 
Chicago 


Exp. 


»$ Gateway City 


Transfer 


3 $ ee Motor 


Freigh t 


On Time Trans- 


<2e 
fer 


Danville 


$ Inter-State Motor 


¢ Freight 
Rockford 

$ Gateway 
. Transfer 


City 


Inter-State Motor 


<2e 


. Freight 


Rock Island 


(See Davenport) 


Sprin < som 
e* Inter- 
“ Freight 
INDIANA 
Evansville 


tate Motor 


$ Inter-State Motor 


Freight 


Fort Wayne 


“3g Inter-State Motor 


Freight 


Gary-Hammond 


(See Chicago) 


gnome weg a 
‘ nter-State Motor 
*3e Freight 
South Bend 
of Inter-State Motor 
¢ Freight 


Terre Haute 
~ Inter-State Motor 


, Coder Rapids 
~ Inter-State Motor 
Freight 
~ On Time Trans- 
fer 
Davenport 
Inter-State Motor 
Freight 
Des Moines 
~ Inter-State Motor 
Freight 
Dubuque 
. Inter-State Motor 
Freight 
Waterloo 
$ Inter-State Motor 
LS) Freight 
KENTUCKY 
Louisville 
$« Inter-State Motor 
Freight 
LOUISIANA 
Alexandria 
$ Monroe Trans. & 
Warehouse Co. 
Baton Rouge 
T.S.C. Motor Frt. 
« Lines 
Monroe 
+: Monroe Trans. & 
Warehouse Co. 


2ee¢ 


oe 


New Orleans 
$ Silver Fleet of 
Memphis 
ze  1-S.C. Motor Frt. 
Lines 
Shreveport 
~ Monroe Trans. & 
Warehouse Co, 


Index of Motor Transport Lines by Key Distribution Areas 





Harrisburg et T.S.C. Motor 


MARYLAND MINNESOTA New York 
Baltimore Duluth « Hampton Roads- .  Jlidewater Freight Lines 
« Carr's Transfer Gateway City . Wright Line ¢ Express Lines San Antonio 
’ : Transfer Co. $e Inter-State Philadelphia $< Central Freight 
$« Tidewater Exp. Minneapolis , Motor Freight .* Hampton Roads Lines 
3° Lines Gateway City $q New York & : Wright Line Red Arrow Frt. 
8 Transfer Co. * New Brunswick ze! Inter-State °*f= Lines 
MASSACHUSETTS ._ Inter-State Rochester Motor Freight Waco 
Boston s Motor Freight .,, Inter-State — et New York & $ Central Freight 
- Inter-State Motor St. Paul Motor Freight New Brunswick #¢% Lines 
% Freight (See Minneapolis) Syracuse Pittsburgh ¢, Red Arrow Frt. 
Springfield Winona eee Inter-State 3, Inter-State ¢ Lines 
on » Inter-State Motor 3 Gyeeee Cay < potted Freight — Freight a 
reight bd ranster Co. tica ranton ortolk- 
Worcester MISSISSIPPI eee Inter-State », Inter-State Newport News 
eee Inter-State Motor Jeciaon Motor Freight bs Motor Freight », Hampton Roads- 
Freight ® Sik Fl OHIO ¢ Wright Line 
See Akron TENNESSEE Richmond 
MICHIGAN ’ OF ns omg -*s Inter-State ® on his Hampton Roads- 
- F ilver Fleet of - 
Battle Creek i Siar Plast Motor Freight Zee M hi e* Wright Line 
$« Inter-State Motor of Memphis Canton ° = WASHINGTON 
; a ht MISSOURI Pe aa og ‘ poem ae 
ay City otor Freight ustin & Eastes 
$, Inter-State Motor ae << Cincinnati »$ Central Freight = 
*% Freight °% yom E be 3°" Inter-State oa ines Tacoma 
Detroit otor Freig Motor Freight e Red Arrow — $ Lee & Eastes 
» Silver Fleet 
3: « Inter-State Motor . ot tne Cleveland « Freight Lines ¢ 
¢ Freight ° = e* Inter-State Beaumont Wenatchee 
Flint NEW JERSEY oo Motor Freight ee 1:5: C. Motor oe Lee & Eastes 
rt = ae Motor ag a k Columbus e°f Freight Lines ? 
*e Frei (See New Yor $q Inter-State Corpus Christi Yakima 
Grand ie ee City) % Motor Freight $e Red Arrow ws Lee & Eastes 
°$ Inter-State Motor NEBRASKA Dayton ; Freight Lines 
$3¢ "Freight Lincoln «2g. Inter-State Dallas WISCONSIN 
Jackson .* On Time Motor Freight Central Freight La Crosse 
~ Inter-State Transfer Springfield 33 Lines 3: Gateway City 
*° Motor Freight Omaha et Inter-State a Red Arrow ¢ Transfer Co. 
Kalamazoo ee On Time . Motor Freight 7" Freight Lines Madison ‘ 
_ Inter-State a“ Transfer Toledo Fort Worth oe Gateway City 
Motor Freight NEW YORK 3: Inter-State Central Freight © Transfer Co. 
Lansing Albany *< Motor Freight : Lines e,, Inter-State Motor 
Zig Inter-State eee Inter-State OREGON Galveston < Freight 
¢ Motor Freight +” Motor Freight Portland et 1-S. C. Motor Milwaukee _ 
Muskegon Binghamton $ Lee and Eastes Freight Lines 2. Gateway City 
of, Inter-State $ Inter-State Houston Py Transfer Co. 
— Freight . Leena Freight ere. ey 2. Central Freight mae toy Motor 
ginaw uffalo ie ines ¢ reight 
32, Inter-State ~ Inter-State -* Inter-State $ Red Arrow Superior 
¢ Motor Freight s* Motor Freight Motor Freight *% Freight Lines (See Duluth) 
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Tel.— New Brunswick 2300-1-2 


ton, Lancaster, New York. 


EQUIPMENT: 24 Tractors, 42 trailers; 
van. All company owned. 


Coverage); 


U.S. Carrier Cus- 
toms Bonds, 
$25,000. 

NEW BRUNSWICK: 
Pool car dist.; 
local cartage. 
MEMBER: New 


Jer. Motor Truck 
Assn. 







Carr’s Transfer 
Established 1925 


2613 E St., N.W., Washington, D. C. 
Telephone— West 0767 


L. C. Carr, Owner 


COMMON CARRIER 
I.C.C. Doc. No. 3799 


BALTIMORE AGENCIES: (1) Tidewater 
Express Co., 204 Key Highway (South 
1551-2); (2) Union Freight Terminal, 
423-425 Sharp St. (Plaza 4116-17-18). 
EQUIPMENT: 7 Tractors, 5 trailers; 
trucks, 5 van, 2 open; 2 refrigerator 
trucks. All company owned. 
INSURANCE: %Cargo, $2,000 (Mass. 
Fire & Marine Ins. Co.); * Pub. Liab., 
$5,000 - $20,000; *Prop. Damage, 
$5,000; % Workm’n’s Comp.., all opera- 
tions (U.S. Fidelity & Guar. Co. of 
Baltimore). 
REGULAR SCHEDULES: Daily pick-up 
and delivery service between: 
Baltimore- Washington 
Washington-Leesburg 

































































EQUIPMENT 


| tractor, | trailer. Trucks, 27 
vans (12 carry ice for refrigeration 


when needed); 2 open bodies. 


company owned. 


INSURANCE 


*%Cargo, $5,000 plus $2,500 
(Northern Assur. Co. of London) 
.. . Public Liability, $10,000 & 
$50,000; Property Damage, 
$5,000-$50 deductible (Merchants 
Mutual Casualty Co.) ... Work- 
ingmen’s Compensation (Lum- 
berman’s Mutual Casualty). 


New York & New Brunswick Auto Express Co., Inc. 


**Freedman Service’’—Est. 1910 
COMMON CARRIER—I. C. C. Doc. No. 30532 


916 Raritan Ave., HIGHLAND PARK, 


A. Markowitz, Traffic Manager 
BRANCH OFFICES: Harrison, Philadelphia, Tren- 


Trucks, 20 
INSURANCE: Conae, $25,000 ($100,000 Limit Term. 


* Pub. Liab. $100,000— $300,000 limit 
on fleet; *Prop. Dam., $5,000; Workm’n’s Comp.; 


Tidewater Express Lines, Inc. 


COMMON CARRIER—ICC Docket No. 1034 
INCORPORATED (MD) Established 1933 





Guide to Motor Transport Lines 
ATLANTIC COAST 


N.J. 


ATLANTIC 
OCEAN 


N. J. oe 





Washington-Harrisburg (via Winches- 
ter) 
Washington-Warrenton-Culpepper 
Washington-New York 
(via connecting line). 
Tuesday and Friday Service: 
ington-Luray. 
IRREGULAR ROUTES: Permits for use of 


all highways in Virginia, Pennsylvania, 


Maryland, Delaware, D. C 
MEMBER: American Trucking Assn. 


Wash- 





204-30 Key Highway 
BALTIMORE, MD. 
Telephone-SOuth 1551-2 
. T. Bennett 
Traffic Manager 
BRANCH OFFICES 
Aberdeen, Md., Bel Air Ave. 
Walter S. Wilson (Tel. 21W) 
Frederick, Md., 300 East St. 
Norman Murray (Tel. 557) 
York, Pa., Charles & Howard Sts. 
D. H. Brown (Tel. 6122) 
1 oe oe D. C., 2613 E. St., 
N. W. 


J. A. Ward, (Tel. MET. 9345) 
Lancaster, Pa., 517 N. Mulberry 
St. 
Keystone Exp. & Stge. Co. 
(Tel. 8248) 
Harrisburg, Pa., 1539 Walnut St. 
Hill Express (Tel. 3-6121) 
TARIFF AGENCIES 
Individual: D. T. Waring, J. B. 
Dempsey 
ASSOCIATIONS 
Baltimore Safety Council 
Baltimore Assn. of Com, 
Traffic Club of Baltimore 


LOCAL FACILITIES 


Terminals with rail sidings: 


Baltimore, Frederick. 











SCHEDULES 


All points on our routes served 
daily (except Sunday) with com- 
Irregular 
service; have permits for opera- 
tion over all highways in Mary- 
Pennsylvania 
and District of Columbia (inter- 


mon carrier service. 


land (intrastate); 


state). 
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Hampton Roads Transportation Co.—The Wright Line 


Est. 1921—Inc. 1931 Est. 1932—Inc. 1932 
ICC Docket No. 1953 COMMON AND CONTRACT CARRIERS 70¢ Docket No. 51116 
TELEPHONE 


sha to 12 Nebraska St., NORFOLK, VA. 2-5758 


Nor. 65 
C. W. Wright, Gen. Mgr. C.D. McMullen, 7.M. J.C. Weaver, G.F.A. 


TARIFF AGENCIES: Mid. Atlan- 
tic States; So. Motor Carriers’ Rate 
nferences; Individual Tariffs. 
BRANCH OFFICES: Elizabeth 
City, N.C.; Hampton, Hopewell, 
Newport News, Va.; New York; 
Philadelphia; Richmond, 
Smithfield, Suffolk, Virginia 

Beach, Va.; Wilmington, Del. 
EQUIPMENT: 20 Tractors, 20 
Trailers, 7 Van body trucks. 




























INSURANCE: Cargo, $6,000- 
$7,500; Pub. Liab., $10,000- 
$25,000; Prop. Dam., $5,000; 


Workmen's Compensation. 

SPECIAL SERVICES: Norfolk—Pool 
car dist.; consol. of cars; local car- 
tage. Suffolk—local cartage. Con- 
nections with Lines serving all 


states east of rege «= River. 
MEMBER: A.T.A; Va. Highway Users; 
C. of C. Norfolk; Richmond, Suffolk. 















ATLANTIC 










SERVICE to 







OCEAN 


RICHMOND 
, Ww, 














Yorktownand = |ViRGINIA 
points be- HOPEWELL» 
tween Frank- Petersburg 

lin and South SMIT 
Hill is intra- 





















wy. egend 
—= The Wright Line 


interstate Servic 


state only. 
Interstate ap- 
plied for. 










NORTH CAROLINA Y 
ELIZABETH cary I% 


This Is How the Guide 
Works 


As you read over the Index Page and the pages that 
follow, note how the Guide has been made to meet the 
requirements of traffic managers. 


1. The Guide is easy to use. The indexing system 
eliminates complicated codes and cross references. 
You see how the services of each line fits your needs. 
This is accomplished by: 


(a) An Alphabetical Index and an Index by 
Key Distribution Cities that lists the 
motor lines serving each city. 


(b) A system of directional symbols that 
shows the services offered by each line 
out of each city. 


(c) The use of maps for each motor line so 
designed that the nature of each line’s 
operations is graphically illustrated. 

(d) The geographical grouping of adver- 


tisements. 


2. The advertisements in the Guide contain the 
factual copy as requested by the traffic managers 
who advised with us. 


3. The Guide is published monthly so that facts 


can be kept up-to-date. The information is 
dependable. 
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AKRON, Ohio 
74 Chestnut St. 
Phone—Hemlock 8227 


1213 N. Water St. 
Phone—3000 


BOSTON, Mass. 

c/o Nat. Carloading Co. 
65 Sleeper St. Ph 
Phone—Liberty 2976 





B 


BUFFALO, N. Y. 
Larkin Whse., Door 44 
Exchange St. 


Phone—Cherry 6040 
CLEVELAND, Ohio 


DETROIT, Mich. 
7831 West Fort St. 


Teletype—LET 467 


l ~ 


Ree WISCONSIN 
\) 


So \ 


Tariff Agency 
Central Motor Freight Bureau 
Common Carrier 


Established in 1934, a Michigan corporation. 
I. C. C. Docket Nos. 30897 and 35628. 


Equipment 


Company owned: 250 tractors; 250 trail- 
: 600 trailers. 
Total: 650 tractors; 850 trailers. All equip- 
ment modern and efficient. 


Leased: 400 tractors; 


Association Memberships 


reight SYSTEM 


AND ASSOCIATED COMPANIES 


Terminal Cities 
C. J. Daniels, G.T.M. (Interstate Motor Freight System), Grand Rapids, Mich. 
. J. Sproul, G.T.M. (Consolidated Freight Company), Lansing, 


DAVENPORT, lowa 
(See Rock Island) 


Ph— Washington 2163 EVANSVILLE, Ind. 


ALBANY, N. Y. Teletype—BUF 133 2 South Kentucky St. 
Steamboat Square Phone—7159 
Phone—53318 CHICAGO, III. FLINT, Mich. 
1833 Canal St. 612 W. Kearsley St. 
BATTLE CREEK Phone—Seeley 2600 Phone—21189 
38 Monroe St. Teletype—CGO 770 
Phone—6542 FORT WAYNE, Ind. 
CINCINNATI, Ohio 1700 West Wall St. 
BAY CITY, Mich. Bank & Koebel Sts. Phone—Anthony 5366 


GRAND RAPIDS 
134 Grandville, S. W. 
Phone—9-3341 


BELOIT, Wis. 1215 East 40th St. 
743 Fifth St. Ph.—Henderson 3650 |NDIANAPOLIS, Ind. 
Phone—283 Teletype—CLEV 162 333 West Ohio St. 
_ iley 247 

BENTON HARBOR — DAYTON, Ohio Phene—Biey 3671 
160 West Bridge St. 917E.MonumentAve. JACKSON, Mich. 
Phone—5-1395 Phone—Hemlock 1293 531 Liberty St. 

Phone—2-2313 


KALAMAZOO, Mich. 
Vinewood 1-6800 326 Eleanor St. 
Phone 


5244 


All forms of insurance carried in companies 
authorized to do business in each state as 
required. 
Cargo: $10,000-$20,000; Public Liability, 
$25,000-$50,000; Property Damage, $5,000; 
Workingmen’s Compensation. 


Guide to Motor Transport Lines 


EAST AND CENTRAL 


KENOSHA, Wis. 

5161 7th Ave., 
52nd 

Phone—9110 


LANSING, Mich. 
700 South Hosmer 
Phone—2-1401 


LOUISVILLE, Ky. 
215 N. 12th St., Rear 


Phone—Jackson 5932 


MILWAUKEE, Wis. 
448 East Bruce St. 
Phone—Daly 6535 


MINNEAPOLIS, Minn. 
506 North Washington 
Phone—aAtlantic 7218 


MUNCIE, Ind. 
600 South Monroe St. 
Phone—2042 


MUSKEGON, Mich. 
54 Concord St. 
Phone—2-2188 


NEW YORK, N. Y. 
228 Front St. 
Ph.—Beekman 3-4797 
NO. CHICAGO, III. 
1208 Dugdale Road 
Phone—Majestic 2326 


PITTSBURGH, Pa. 
1013 Penn Ave. 
Phone—Court 6210 
Teletype—PITB 368 


RACINE, Wis. 
Clark & 18th Sts. 
Phone—Jackson 7750 


ROCHESTER, N. Y. 
207 Exchange St. 
Phone—Main 6665 
Teletype—ROCH 47 
ROCKFORD, Ill. 
$16 7th St. 

c/o Lawson Bros. 
Phone—Main 3713 
ROCK ISLAND, Ill. 
Foot of 9th St. 
Phone—353 


Insurance 


Local Services and Facilities 


Grand Rapids: Local cartage. 
Chicago: Rail siding & dock at terminal. 


Detroit: Rail siding at terminal. 
Service Features 


A.T.A.; Mich. T.A.; Ohio T.A.; Chambers 


of Commerce in principal cities served. 


Registering stations (electric time clocks) 


NTER - STAT E Offer Unexcelled Transportation 


over fast, direct, scheduled routes through 
14 industrial states. Terminals and warehouses 
in principal cities. Check these advantages: 





Mich. 


SAGINAW, Mich. 
100 Carroll St. 
Phone—2-3123 

ST. LOUIS, Mo. 
201 Dickson St. 
Phone—Cen 5041 
ST. PAUL, Minn. 
c/o Nat. Carloading Co. 
413 Prior Ave. 
Phone—Nestor 7831 
SOUTH BEND, Ind. 
528 South Scott St. 
Phone—4-1131 
SYRACUSE, N. Y. 
1117 East Water St. 
Phone—6-2875 
TOLEDO, Ohio 

Erie & Lafayette 
Phone—Adams 9118 
Teletype—TOL 189 





every 100 miles or less. 
Teletype service. 


Insurance inspectors at every terminal. 
Highway Patrol System. 


Nightly wire reports on trucks in transit. 
C.O.D. deliveries accepted. 


Schedules and Extent of Service 


All schedules based on 22!4 m.p.h. All 
schedules operated daily. 
delivery everywhere. 

Through lines and established connecting 
lines serve 7,600 points in the United States. 
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Free Pick-Up 
Free Delivery 


Courteous 
Operators 


Fully-Insured 
Cargoes 


Highway Patrol 
System 


Highway Check- 


ing Stations 


Experienced 
Personnel 


Modern 
Equipment 


Pick-up and 












— 
Gateway City Transfer Co. 
INCORPORATED (WIS.) COMMON AND CONTRACT CARRIER 
Established 1896 I.C.C. Dockets—80430 & 25550 
John F. McGrath LA CROSSE, WIS. 417-431 No. Third St. 
Vice-Pres. & Traf. Mgr. Teletype—27075 Telephone—179 & 199 
TARIFF AGENCIES: Wis. Motor Carriers Bur.; Central States Bur. 
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BRANCH OFFICES: Chicago, 
3115 S. Wallace St. (Calumet 
4772); Milwaukee, 720 W. Vir- 
ginia St. (Marquette 6305); St. 
Paul, 366 Reslinaedl Ave. (Nes- 
tor 2806); Eau Claire, 429 
Gibson St. (Tel.—9833); Chip- 
pewa Falls, 818 High St. (Tel.— 
161); Winona, 76-78 E. 2nd St. 
(Tel.—3665); La Crosse, 417-431 N. LOCAL SERVICES: La Crosse—Pool 
3rd (Tel. 179). car dist.; cartage; rail siding; afhliated 
EQUIPMENT: 52 tractors, 25 semi- with Murphy Brothers arehouses. 
tena ys 20 names trailers; Seeaaiee, 9 Winona—Pool car dist.: cartage. 

van, 5 open. company owned. 
INSURANCE: Cargo, $10,000-$25- SPECIAL SERVICES: C.O.D. collec- 
000 (Ins. Co. of No. Am.)... &Public tions. P. & D. included in rates. 


Liability, $25,000-$50,000, %*Property AGENTS FOR: Universal Carloading 
“> > pa na Indemnity o) & Distributing Company. 
ee orkingmen s Comp., complete 
coverage (Employers Mutual of Wausau, cman 7 rs og * 4 Com.— 
Wis.) . . . Fidelity Bonds (Am. icago, Milwaukee, ot. Faul. 


Bonding Co.). REFERENCE: Dun & Bradstreet. 












Lee & Eastes 
Established 1923—-COMMON CARRIER—I.C.C. Docket No. 2697 
Teletype—Seatt 53 


Telephone—Eliot 3555 SEATTLE, WASH. 90 Dearborn St. 


F. K. Hedges, Traffic Manager Geo. V. Eastes, Manager 
TARIFF AGENCIES—Ore.-Wash. Frt. Bur.; Trans-Mountain Frt. Bur. 
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To Medford and) Eugene 


Lake Ci 
San Francisco and Salt ity 





BRANCH OFFICES: Portland, 1001 quivomens (Industrial, Wash. & Ore.: 
S. E. Water St. (East 2161); Tacoma, reat Lakes Casualty Co.) . c.O.D. 
303 So. 21st St. (Main 5811); Yakima, Bond, $5,000 (Co umbia ‘doe 
15 East B St. (Telephone-8158; Tele- Co.) . . . Also carry Employers Lia- 
type-16); Wenatchee, 410So. Columbia bility and Manufacturers & Con- 
St. (Telephone-6765; Teletype-14); El- tractors insurance. 

lensburg, 6th & Main Sts. . 
EQUIPMENT: 22 van trucks, 7 full- OVERNIGHT | SERVICE: | Time _of 
trailers. All company own attle-Prosser, 8 hours: Seattle-We- 
INSURANCE: Cargo, $15,000 (Frank- natchee, 7 hours; Seattle-Tacoma— 
lin Fire Ins. Co.) . . . Public Liability, 2 trips daily. 

$50,000-$200,000 (Great Lakes Casualty 

et Property Damage, $100 de- MEMBERS: A.T.A.; Wash. Motor Frt. 
ductible (Globe & utgers ire Ins. Co.) Assn.; Allied Truck Owners of Ore.; 
. . . Workingmen’s Comp., state re- Pac. N.W. Rate Coord’g Bur. 
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INCORPORATED (Neb.) 
Established 1917 


Wm. Pruner 


Commercial Agent 


° COMMON CARRIER 
On Time Transfer Co. ICC Docket No. 59840 
Omaha, Neb. 


1302 Izard St. 
Tel. mn Ationtie 4919 


INSURANCE: Cargo, $10,000; Pub. 
Liab.. $10,000-$20,000; Prop. Dam., 
$5,000; Workm’n’s Comp. 

POOL CAR DIST.: Omaha, Lincoln, Chi- 


cago, in cooperation with reliable con- 
pom waa rg * some A pies B ! necting lines. Special facilities in Omaha. 
N. 8th St. (Tel.-B-6224). ASSNS.: A.T.A. (Mem. Tariff Com.): 
EQUIPMENT: 12 Tractors, 12 trailers Omaha C. of C. 
(refrigerator bodies); 20 trucks. 20 Years of Dependable Service. 





TARIFF AGENCY: Mo. Valley Tariff Bur, 


The Motor Transport Guide 
Is Designed to Do 
These Specific Things 


This Guide has been designed by THE TRAFFIC 
WORLD in response to suggestions received from trafhc 
managers to meet their exacting requirements. 


These Are Its Specific Objectives: 


To Provide a List of Dependable Motor Transport 
Lines: The procedure by which dependable motor lines 
are selected was developed from suggestions received in 
letters from 300 of the largest shippers in the United 
States. In the Guide is listed only such companies as 
meet the rigid standards established by TRAFFIC 
WORLD. Each company has been checked by reports 
from shippers, banks, field men, and private sources. 
Each line shown may be used with complete confidence. 
To Furnish an Information Service That Will Enable 
Shippers to Select Quickly and Easily a Transport 
Company To Do a Definite Job: The indexing system 
designed for the Guide eliminates all codes and other 
complicated methods for finding a service between any 
two points. 


To Furnish Shippers With a System of Uniform 
Maps Showing the Operations of Motor Transport 
Lines: A map is shown for each motor transport line in 
the Guide just as the “Official Railroad Guide’ shows 
maps for each railroad. These maps show where lines go 
and points served, the location of terminals, and whether 
service is inter-state or intra-state in character. It 
shows graphically, and visually, these and other essential 
facts. 

To Devise a Service That Brings All This Informa- 
tion Together In One Place and In a Publication 
Already Used by Shippers: Coordinated with this 
service the “Guide to Merchandise and Cold Storage 
Warehouses,” published in THE TRAFFIC WORLD in 
the first issue of each month. 

To Organize Uniformly the Facts Regarding Facili- 
ties and Services: The facts shippers want are given 
along side the maps. 
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Silver Fleet of Memphis, Incorporated 
109 W. McLemore St. Memphis, Tenn. 


Teletype—595 Telephone—3-3626 


L. O. Williams, Traffic Manager 
COMMON CARRIER 


(ICC Docket Nos. 5907, 3262, 41607, 59297) 
TARIFF AGENCY: Southern Motor Carriers’ Rate Conf. 


EQUIPMENT: 75 Tractors; 75 trailers; 
trucks. All company owned. 
INSURANCE: argo, $10,000 (Baltimore Amer- 
Cope Gir ican) ... Pub. Liab. and Prop. Dam., $10,000- 

Sikeston $25,000 and $5,000 (American Fire & Casualty Co., 
Inc.) . . . *®*Workingmen’s Compensation. 
Standard in all locations and Employer's Liab. in 
Mississippi and Arkansas (American Mutual Ins. Co.) 
LOCAL SERVICES: Pool Car Distribution from 
Memphis, Birmingham, Little Rock, Jackson, 
Meridian. Rail siding at Memphis terminal. 
MAP: No differentiation between intrestate and 
intrastate operations shown on this map—see 
revisions in April. 





ST. LOUIS 
a ILLINOIS 


MISSOURI { 


F esmungton 
Fredericktown’ Jeckson 
Patton 


4 open 


Welma Ridge Q 
Jonesboro 


BRANCH OFFICES 

St. Louis, 1135 So. Broad- 
way. G. Ker, (Ches. 6155) 
Little Rock, 620 Izard St., 
B. A. Burns. (Tel. 4-2323) 
Birmingham, 1301 Ist Ave., 
North, C. I. Wallace, Dist. 
Mer. (Tel. 3-2293) 
New Orleans, 932 Maga- 
zine St., J. L. MecCuller, 
Dist. Mer. (Ray. 7948) 
Jackson, 734 Monument 
Ave., V. L. Graziani, Dist. 
Mer. (Tel. 4604) 
Meridian, 2721 6th St., 
—t ™ C. D. Marbury. (Tel. 665) 
SPECIAL SERVICES: C.O.D. shipments accepted. 
Complete Freight Service for lower Mississippi 
Valley on Schedule. Restrictions: Cannot accept 
lower than 3rd class freight for two line haul. 
SCHEDULES: Daily-overnight service in both 
directions: Memphis-St. Louis, || hours; Mem- 

his-Little Rock, 44% hours; Memphis-Birming- 

am, 12 hours; Memphis-New Orleans, 18 hours; 
Memphis-Jackson, |! hours; Memphis-Meri- 
dian, 1!2 hours. 


ASSOCIATIONS: A.T.A.; Memphis Cham. of Com. 


THE SIL VER FLEET SYSTEM 








LOUISIANA 





Letters Such as This Are 
Responsible for the Guide 
to Motor Transport Lines 


We are indeed happy to learn that you are already 
working up such information as may be obtainable re- 
garding the operation of the various motor truck lines for 
the purpose of compiling and publishing a reliable motor 
truck guide or directory. We do not know of anyone nor 
any organization that has a better set-up for assembling 
the data and information required to compile and publish 
a motor truck guide or directory than the organization 
you have, nor do we know of any organization in whose 
publication we would place the reliance that we would in 
a publication of this kind compiled and published by the 
Traffic Service Corporation. Consequently, we are indeed 
glad to learn that you have undertaken this task, and if 
there is any assistance we can give you at any time in 
connection therewith, we will be very glad to give it.— 


L. W. Witte, Assistant Traffic Manager, Mid-Continent 
Petroleum Corporation. 
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SOUTH AND SOUTHWEST 


Monroe Transfer & Warehouse Co., Inc. 
INCORPORATED (LA.) Established 1925 COMMON AND CONTRACT CARRIER 


N. E. D 219 Walnut St. 
teehee, attend Mar. Monroe, La. Tel.—780-781 


TARIFF BUREAU 
So. West Tariff Bur. 


BRANCH OFFICES 
Shreveport, La. 
Telephone-4939 
Alexandria, La. 
Telephone-584 


EQUIPMENT: 12 tractors, 1!2 trailers. 
Trucks—4 van, | a 1 heavy duty. 
All company owned 

INSURANCE: Cargo, $2,000; Pub. Liab., 
$10,000-$20,000; Prop. Dam., $5, 000: 
Workmen’s Com , self-insured. 

LOCAL MONROE S RVICES: Consol. of cars; 
Pool car dist.; Local cartage; Rail siding 
at terminal.; Warehouse. 
CONNECTIONS: With responsible lines at 
Alexandria, Shreveport, Monroe. 
ASSNS.: National Safety Coun.; A.W.A.; 
Mayflower Whsemns. Assn. 





mississippt “™ #' 





Pinevite & Warehouse Co., Inc. 


Alexandria To New Oricans 








: : INCORPORATED (Tex.) 
FN cAesoor2 1. S. C. Motor Freight Lines \Pitcbtished 1931 
HOUSTON, TEX. 710 Walnut St. 
Pres. & Traffic Mgr. (P. O. Box 669) Tel.-Preston 7191 


TARIFF AGENCY: S. W. Motor Frt. Bur. INSURANCE: *%Cargo, $10,000; *Pub. 
BRANCH OFFICES: Houston, Beau- Liab., $10/10,000 excess to $15/40,000; 
mont, New Orleans. *Prop. Dam., $5,000; %*Workm’n’s 
EQUIPMENT: 23 tractors, 22 trailers, | Comp.; *C.O.D. Bonds, $1,000 Tex., 
refrigerator trailer; 31 van trucks. All $3,000 La.; % Employees’ Bonds. 
company owned. 
POOL CAR DIST.: Houston, Beaumont. MEMBER: Tex. Mot. Transp. Assn.; 
New Orleans, Baton Rouge, Galveston. Com. Car. Mot. Fgr. Assn. 

© BATON ROUGE 


SCHEDULES: 
Noon & night 
—Houston- 
Beaumont, 
Houston-Port 
Arthur. Over- 
night — Hous- 
ton - New Or- 
leans & inter- 
mediate points. 


Marion Martin 


Common Carrier—I. C. C. Doc. No. 30867 
Established 1925 


Central Freight Lines Inc. 


220 S. 2nd St., WACO, TEX. 
Telephone—8500 
W. W. Callan, President 
TARIFF AGENCY: S. W. Motor Frt. Bur., Inc. 


BRANCH OFFICES: Austin, Dallas, Ft. 
Worth, Houston, San Antonio. 


EQUIPMENT: 21 tractors, 23 trailers; 
Trucks, 35 van, 9 open. All ee 
owned and the terminals operated by 
the company. 


INSURANCE: Cargo, $10,000; Public 
Liab., $20,000-$40,000; Property Dam- 
age, $5,000; Workmen's Comp. 
SPECIAL SERVICES: Pool car distribu- 
tion by Central Forwarding Inc. and 
affiliate at all points listed on this map. 
Waco: Affiliated with Central Forward- 
ing, Inc. (Warehouse). 


MEMBER: Com. Car. Motor Frt. Ass’n. 





Red Arrow Freight Lines 


INCORPORATED (TEX.) COMMON CARRIER 
Established 1928 I.C.C. Doc. No. 2226 


801 Richey St., HOUSTON, TEX. 
Telephone—C-2291 . 

R.F. Sanford, Secy.-Traffic Mgr. 
TARIFF AGENCY: S.W. Mtr. Frt. Bur., Inc. 
BRANCH OFFICES: Dallas, Waco, San 
Antonio, Austin, Corpus Christi, Mc- 
Allen, Harlingen. 

EQUIPMENT: 40 Tractors, 40 trailers; 30 
van trucks. All company owned. 
INSURANCE: Cargo, $10,000; Pub. Liab. 
$25, 000-$50, 000; Prop. Dam., $5,000; 
Workm’n *s Comp. coverage as interurban 
frt. carrier; C. O. D. Bond, $5,000; Super 
heavy or oversize bond, $5. 000; Shippers 
Order Notify shipments "also bonded. 
LOCAL SERVICES: Pool Car Dist.—Hous- 
ton, Dallas, Austin, San Antonio, Corpus 
Christi, Harlingen. Rail Sidings at 
Terminals—Houston, Corpus hristi, 
Harlingen, Austin. 

SCHEDULES: Daily overnight service. 
MEMBER: A.T.A.; Tex. Motor Transp. Assn. 














